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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 


SECTION  I 

SCOPE  OF  THE  STUDY  - SUMMARY  OF  FINDINGS 
SCOPE  OF  THE  STUDY 

Under  date  of  February  26,  1970,  the  Redevelopment 
Agency  of  the  City  and  County  of  San  Francisco  retained 
the  Frank  E.  Carroll  Company  to  undertake  and  complete 
a "Parking  Demand  Study"  for  Yerba  Buena  Center  Re- 
development Project  Area  D-1. 

During  the  course  of  the  assignment,  the  consultants 
assembled  and  reviewed  all  of  the  available  general  and 
specific  factual  material  pertaining  to  the  Yerba  Buena 
Center  Project  and,  in  particular,  that  information  which 
was  most  pertinent  to  a determination  of  downtown  parking 
demand  and  the  delineation  of  the  overall  market  area 
which  could  be  expected  to  generate  patronage  for  the 
public  parking  facilities  scheduled  to  be  constructed 
as  an  integral  part  of  that  project. 

The  material  reviewed  included  the  November  1966 
City  and  County  of  San  Francisco  Downtown  Parking  and  Traf- 
fic Survey,  (DPATS)  , the  Approved  Redevelopment  Plan  for 
Yerba  Buena  Center  and  the  1965,  1966  and  1970  reports 
of  Economic  Research  Associates.  The  latter  studies 
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evaluated  the  anticipated  economic  performance  of  the 
proposed  Yerba  Buena  Center  public  facilities  amongst 
which,  of  course,  are  the  public  garages.  Study  and 
consideration  were  also  given  to  the  local  planning  and 
zoning  ordinances  pertinent  to  parking,  to  Redevelopment 
Agency  staff  surveys  of  parking  area  characteristics,  and 
to  Agency  prepared  projections  and  time  schedules  related 
to  public  and  private  developments,  both  proposed  or  in 
process  of  completion,  either  within  or  immediately 
adjacent  to  the  Redevelopment  Project  area. 

In  addition  to  their  review,  analysis  and  evaluation 
of  the  specifically  indicated  background  material,  the 
Consultants  subsequently  updated  and  supplemented  all 
of  the  previously  developed  factual  data  through  com- 
prehensive field  studies,  investigations,  evaluations 
and  projections  of  their  own.  Their  resultant  findings, 
conclusions  and  recommendations  are  presented  in  detail 
in  the  accompanying  sections  of  this  report.  In  view  of 
the  length  of  the  report,  a summarization  of  these  find- 
ings is  included  as  a part  of  this  Section. 
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SUMMARY  OF  FINDINGS 


1)  The  overall  market  demand  area  for  the  Yerba 
parking  facilities  is  delineated  as  being  all  of 
that  area  to  the  North,  South,  East  and  West  of  the 
Central  Blocks  which  is  within  a 1,200- foot  walking 
distance  of  the  proposed  Yerba  Buena  Public  Garages. 

2)  Only  a small  percentage  of  parkers  in  San  Francisco 
actually  walk  distances  approximating  1,200  feet. 

The  average  for  work,  shopping  and  business  trips 
in  downtown,  according  to  the  1966  City  of  San 
Francisco  Downtown  Parking  and  Traffic  Survey,  is 
611,  651  and  472  feet  respectively. 

3)  The  primary  sources  of  parking  demand  for  Yerba 
Buena  Center  parking  facilities  will  consist  of: 

a)  the  Central  Blocks  Public  and  Private  Develop- 
ments, and 

b)  the  Agency  Disposition  and  Owner  Participation 
Agreement  developments,  along  with  the  existing 
or  presently  planned  non-agency  related  privately 
constructed  buildings,  all  situated  in  or 
immediately  adjoining  Project  Area  D-1. 
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All  sources  of  patronage  for  Project  Area  parking 
facilities,  other  than  those  noted  above,  would  be 
classified  as  being  in  the  secondary  parking  market 
area  demand  category. 

4)  With  the  completion,  in  its  entirety,  of  the 
presently  conceived  Yerba  Buena  Project  Area  D-1 
Redevelopment  Plan,  the  daytime  parking  demand 
generated  within  the  overall  parking  market  demand 
area  will  total  23,484  vehicle  uses  (parkers)  per 
day . 

Of  the  total  number,  15,432  will  be  generated  by 
a combination  of  the  new  and  existing  developments 
in  Project  Area  D-1.  The  remaining  8,052  are  second- 
ary market  area  demand  needs  and  will  be  those  of 
motorists  having  destinations  but  unable  to  find 
parking  spaces  in  the  major  shopping  and  business 
districts  immediately  adjacent  to  Yerba  Buena. 

5)  Including  all  of  the  new  parking  spaces  which  will 
be  provided  by  Project  Area  developments,  and  assum- 
ing that  no  parking  facilities  of  any  consequence 
are  added  or  deleted  during  the  interim  (1970  to 
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1975) , the  supply  of  on-street  and  off-street  spaces 
within  the  project  area  will  be  sufficient  to  satisfy 
the  daily  daytime  parking  needs  of  approximately 
13,864  parkers. 

6)  With  an  availability  of  13,864  vehicle  uses  per 
day.  Project  Area  parking  supply  will  obviously  not 
be  sufficient  to  satisfy  the  entire  estimated  need, 
(23,484)  of  the  primary  and  secondary  market  demand 
areas.  In  addition  to  there  being  an  overall  market 
area  deficiency  of  9,620  vehicle  uses  per  day,  1,568 
of  those  will  be  motorists  having  destinations  but 
unable  to  find  parking  accommodations  within  the 
primary  demand  area. 

7)  With  respect  to  the  primary  demand  area  potential 
parking  supply  of  13,864  vehicular  uses  per  day,  it  is 
anticipated  that  2,047  or  15  percent  of  the  total  can 
be  accommodated  by  the  peripheral  blocks  off-street 
parking  facilities. 

Off-street  spaces  under  the  nearby  James  Lick 
Freeway,  if  not  taken  by  others  outside  the  area, 
could  satisfy  the  needs  of  678  parkers  per  day  with 
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Project  Area  on-street  spaces,  metered  and  non- 
metered,  accommodating  as  many  as  2,452.  Because 
of  the  high  parking  rates  as  well  as  demand  from 
other  sources,  it  is  estimated  that  only  a limited 
number  (687)  of  those  motorists  having  Yerba  Buena 
destinations  will  use  the  new  Hearst  Garage  located 
just  outside  the  project  area  boundary. 

The  remainder  of  the  primary  area  parking  supply 
will  be  furnished  by  the  two  2,000-car  Central 
Blocks  parking  garages.  Using  a nominal  turnover 
factor  of  2.0  parkers  per  car  space  per  day,  it  is 
estimated  that  8,000  or  more  daily  parkers  could  be 
accommodated  by  the  4,000  total  spaces.  The  actual 
number  of  parkers  accommodated  per  day  by  the 
public  garages  could  be  increased  or  decreased  sub- 
stantially dependent  not  only  upon  the  parking 
demand  pressires  but  equally  as  well  by  the  rate 
structures  and  operating  policies  which  are  estab- 
lished for  the  operation  of  the  garages. 

8)  Demand  for  parking  within  the  Project  Area  will, 

as  it  does  elsewhere  in  downtown  San  Francisco, 
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consist  of  two  general  categories,  (a)  the  long- 
term, all  day  or  monthly  category,  and  (b)  the 
short-term  or  so-called  "transient"  parkers. 

9)  Based  on  the  findings  of  the  1966  San  Francisco 

Downtown  Parking  and  Traffic  Survey  (DPATS) , it 
is  estimated  that  approximately  5,401  parkers  or 
35  percent  of  the  total  primary  area  daytime  parking 
demand  (15,432)  will  have  long-term  parking  space 
needs  and  that  the  remaining  10,031  (65%)  will 
require  parking  for  short-term  periods  ranging 
from  a few  minutes  to  several  hours. 

10)  For  the  7,204  on-street  and  off-street  parking 

spaces  which  constitute  the  primary  market  area 
supply,  it  is  estimated  that  of  the  13,864  daily 
vehicular  uses  which  these  spaces  are  capable  of 
supplying,  4^ 194  could  be  allocated  to  long-term 
uses  and  9,670  to  short-term. 

As  summarized  below,  1,207  of  the  primary  area 
long-term  parkers  and  361  of  the  short-term  would 
be  forced  to  seek  parking  space  outside  the  primary 
area . 


1-7 


PRIMARY  MARKET  AREA 
DAILY  VEHICULAR  USES  (Parkers) 


TOTAL 

LONG-TERM 

SHORT-TERM 

Demand 

15,432 

5,401 

10,031 

Supply 

13,864 

4, 194 

9,670 

Deficiency 

1,  568 

1,207 

361 

11)  Whenever  the  supply  of  parking  space  is  not 
sufficient  to  satisfy  the  entire  need,  policy 
decisions  must  be  made  and  priorities  established 

as  to  the  manner  in  which  the  available  spaces  shall 
be  allocated  for  use. 

12)  For  the  private  developer  to  whom  the  parking 
spaces  associated  with  his  development  are  usually 
only  an  adjunct  to  an  office  building,  retail  store 
or  other  more  lucrative  type  of  investment,  the  park- 
ing space  use  allocation  decisions  will  be  those 
which  are  deemed  most  beneficial  to  the  principal 
development . 

In  this  process,  the  DPATS  indicated  percentages 
of  parking  need,  35  percent  for  long-term  (workers, 
etc.)  and  65  percent  for  short-term  (customers, 
visitors,  etc.)  may  not  be  complied  with  and  instead 
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emphasis  placed  on  the  satisfaction  of  only  one 
segment  of  the  need. 

13)  For  publicly  financed  facilities,  particularly 
those  which  are  constructed  and  supported  entirely 
by  the  revenues  which  they  produce,  the  allocation 
of  space  will  sometimes  be  determined  by  financial 
considerations  rather  than  by  "needs  ratios."  Faced 
with  economic  necessity,  more  spaces  will  be  allo- 
cated to  the  higher  revenue  producing  transient 
uses  and  fewer  to  the  monthly  or  long-term  parker 
category. 

14)  The  City  Controller's  Annual  Report  on  municipal 
"Automobile  Parking  Facilities"  shows  that  the 
transient  parking  spaces  in  the  City  sponsored 
garages  produce  a substantially  greater  amount  of 
revenue  than  those  occupied  by  monthly  parkers. 

For  three  of  the  City  garages  which  cater  to 
monthly  as  well  as  transient  parking,  the  annual 
revenues  per  car  space  for  each  category  are  shown 
as  follows: 
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ANNUAL  REVENUE  PER  CAR  SPACE 


Transient  Monthly 


Garaqe 

Spaces 

Spaces 

Golden  Gateway 

$ 

722 

$540 

Ellis  O' Farrell 

$ 

954 

$420 

Portsmouth  Square 

$1,338 

$450 

15)  In  the  operation  of  the  4,000-car  Yerba  Buena 
Center  Garages,  the  number  of  car  spaces  which  will 
be  allocated  to  monthly  and/or  transient  uses 
respectively  will  be  influenced  greatly  by  the  total 
annual  costs  of  operation.  In  summary  form,  the 
total  is  a combination  of  (a)  the  Annual  Debt 
Service  Requirement,  and  (b)  the  Annual  Operating 
Expenses . 

16)  Annual  operating  costs  for  the  proposed  garages, 
based  on  the  overall  average  of  the  annual  opera- 
ting expenses  of  the  five  largest  City  sponsored 
garages*,  is  estimated  at  $299.00  per  car  space  per 
year.  Based  on  all  of  the  factual  material  available, 
the  cost  of  operating  the  Yerba  Buena  Garages  should 
not  exceed  $299  per  space  per  year  or  a total  of 
$1,200,000  annually  for  the  4,000-car  facility. 

*City  Controller's  Annual  Report,  "Automobile  Parking 
Facilities,"  September  26,  1969. 
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17)  Annual  Debt  Service  Requirements  as  estimated  by 
Economic  Research  Associates  in  their  report  on 
"The  Economic  Performance  and  Utilization  of  Public 
Facilities  in  Yerba  Buena"  would  range  between 

$1 , 918,  000 and  $2 , 248, 000  per  year. 

18)  The  estimated  annual  operating  expenses  combined 
with  the  estimated  annual  debt  service  for  each  of 
the  three  alternate  financing  methods  suggested  by 
E.R.A.  shows  the  following  total  annual  expenses 
per  car  space  for  the  garage.  This  total  represents 
the  amount  of  revenue  which  must  be  produced  to 
insure  subsidy  free  economic  feasibility. 


TOTAL  ANNUAL  FINANCIAL  & OPERATIONAL  EXPENSES 
YERBA  BUENA  CENTER  4,000-CAR  GARAGES 


Total* 

Expenses 


Average 
Per  Space 


Method  of  Financing 
General  Obligation  Bonds  $3,118,000  $780  per  year 
Lease  Revenue  Bonds  $3,242,000  $810  per  year 

Parking  Revenue  or  Non- 

Profit  Corporation  Bonds  $3,448,000  $862  per  year 

19)  Over  and  above  the  amount  of  garage  income  which 

is  derived  from  monthly  and  transient  daytime  parkers, 
additional  revenues  will  be  forthcoming  from  two 
sources : 

*Source:  Economic  Research  Associates  Report  dated  Feb.  9, 


1970. 
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a)  Evening  parking  activity  generated  by  events 


scheduled  for  the  Convention-Exhibit  Facili- 
ties, the  Sports  Arena  and  the  Theater*  is 
expected  to  produce  approximately  $567,000 
per  year  parking  income, 
b)  Revenue  from  motor  vehicle  product  sales  and 

services,  based  on  the  annual  average  per  car 
space  for  five  of  the  larger  City  controlled 
garages,**  has  been  estimated  at  $184,000  per 
year . 

20)  While  greater  income  for  the  garages  could 
theoretically  be  produced  by  confining  usage  to 
transient  patronage,  the  success  of  the  Central  Blocks 
commercial  developments,  as  well  as  the  entire  project, 
will  require  that  a percentage  of  spaces  be  reserved 
for  monthly  parking  needs. 

21)  Taking  into  consideration  the  income  which  will 
be  derived  from  evening  parking  and  the  sale  of 
motor  vehicle  products  and  services,  the  remainder 
of  the  income  necessary  to  achieve  economic  feas- 
ibility could  be  produced,  and  at  the  same  time 

*Source:  Economic  Research  Associates 

**Source:  City  Controller's  Annual  Report 
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some  degree  of  monthly/transient  balance  provided, 
by  allocating  1,500  car  spaces  to  long-term  parking 
and  2,500  to  short-term.  Under  such  an  operating 
format,  the  suggested  parking  rates  would  be  35 
cents  an  hour,  up  to  a maximum  of  $3.00  for  transient 
parking,  and  monthly  rates  of  $37.50  to  $45.00  for 
general  use  and  hotel  requirements,  respectively. 

22)  Using  the  pro-forma  recommended  above  and  based 
on  the  current  experience  of  comparable  City  con- 
trolled parking  facilities,  it  is  estimated  that  the 
Central  Blocks  Garages  could  produce  an  annual 
income  of  $3,856,000  per  year.  Such  an  amount  would 
be  more  than  sufficient  to  insure  economic  feasibility 
under  all  three  of  the  financing  alternatives 
suggested  by  Economic  Research  Associates. 

23)  The  suggested  operational  format  in  catering  more  to 
short  rather  than  long-term  parkers  will  permit  the 
satisfaction  of  a greater  number  of  daily  parking 
needs  than  would  be  the  case  if  the  DPATS  percentages 
of  usage  were  adhered  to.  It  is,  however,  in  keeping 
with  the  DPATS  conclusion  on  page  45  of  their  1966 
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report  which  states  that  "the  1975  parking  demand 
will  be  of  short  duration"  and  that  "a  rate  structure 
tailored  to  this  need  is  recommended." 

24)  While  the  Consultants'  assignment  was  specifically 

a "parking  demand"  rather  than  an  "economic  feasi- 
bility study,"  we  have  nevertheless  made  a number 
of  observations  throughout  the  report  with  respect 
to  potential  revenues  and  anticipated  expenses  for 
the  proposed  4,000-car  garages.  In  this  connection, 
however,  it  should  be  noted  that  all  such  projections 
are  based  on  the  assumptions: 

a)  that  the,  as  yet  not  finalized,  functional 
design  of  the  garages  will  not  only  prove 
acceptable  to  potential  parkers  but  will  also 
be  one  which  will  accommodate  both  a fairly 
high  rate  of  turnover  and  economical  operation; 
and 

b)  that  the  developments  proposed  for  Yerba 
Buena  Project  Area  D-1  will  be  completed 
substantially  in  accordance  with  and  in  the 
manner  indicated  by  the  Redevelopment  Agency 
and  the  Approved  Redevelopment  Plan. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 

SECTION  II 

LOCATION  OF  THE  PROPOSED  GARAGES 

GENERAL 

As  shown  in  the  accompanying  Agency  Map,  repro- 
duced as  our  Plate  No.  One,  the  public  parking  facili- 
ties, which  are  to  be  constructed  as  an  integral  part 
of  the  Yerba  Buena  Center  development,  will  consist 
of  two  large  garages,  each  having  a capacity  of  approxi- 
mately 2,000  cars.  One  of  the  structures,  which  we  shall 
refer  to  as  the  East  Garage,  will  be  located  in  the 
easterly  portion  of  the  two  Central  Blocks  (city  blocks 
3706  and  3723)  which  blocks  are  bounded  by  Market  Street 
on  the  North,  Howard  Street  on  the  South,  Third  Street 
on  the  East  and  Fourth  Street  on  the  West.  Ingress 
and  egress  for  this  segment  of  the  parking  facilities 
will  be  provided  on  Mission  Street  and  on  Third  Street. 
The  latter  is  a one-way  thoroughfare  accommodating 
traffic  emanating  from  the  South  or  headed  to  the 
North.  Mission  Street,  on  the  other  hand,  is  presently 
a two-way  street  and  will  thus  provide  intake  and 
dispersal  capability  for  traffic  moving  to  and  from 
both  the  East  and  the  West. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
PLATE  NO . ONE 

LOCATION  OF  THE  CENTRAL  BLOCKS  GARAGES 


CENTRAL  BLOCKS 
PUBLIC  GARAGES 


Source:  San  Francisco  Redevelopment  Agency 
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The  second  of  the  two  structures,  the  West  Garage, 
will  be  located  in  the  Westerly  portion  of  city  blocks 
3723  and  3734,  which  blocks  are  bounded  by  Mission 
Street  on  the  North,  Folsom  Street  on  the  South,  Third 
Street  on  the  East  and  Fourth  Street  on  the  West.  Easy 
ingress  and  egress  to  and  from  this  facility  will  be 
assured  by  the  provision  of  entry  and  exit  driveways 
both  on  Howard  Street  as  well  as  on  Fourth  Street.  The 
latter  is  a one-way  southbound  street  and  will  accommo- 
date traffic  emanating  from  the  North  or  headed  to  the 
South.  Howard  Street  carries  travel  in  two  directions 
and  like  Mission  Street  will  provide  intake  and  dis- 
persal capability  for  traffic  moving  to  and  from  both 
the  East  and  the  West. 

ACCESS  TO  TRAFFIC  ARTERIES 

The  garages  are  also  well  located  in  relation  to 
major  traffic  arterials  as  both  Third  and  Fourth 
Streets  connect  either  directly  or  indirectly  to  the 
James  Lick  Freeway,  which  thoroughfare  carries  a sub- 
stantial volume  of  motor  vehicle  traffic  moving  to 
and  from  both  the  East  Bay  and  the  Peninsula.  In 
addition  Fifth  Street,  which  is  one  block  west  of 
the  Central  Blocks,  also  provides  direct  access  to 
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the  James  Lick  and  will  further  serve  to  expedite  East 
Bay  vehicular  movement  into  and  out  of  the  Yerba  Buena 
Project  area. 

Folsom  Street  provides  good  access  for  outbound 
vehicles  seeking  either  to  reach  the  Bay  Bridge  or  to 
continue  along  the  Embarcadero  or  Embarcadero  Freeway 
to  destinations  in  the  northern  sections  of  the  city  or 
to  routes  leading  to  the  Golden  Gate  Bridge  and  the 
North  Bay  Counties.  Conversely,  Folsom  Street  will 
also  serve  inbound  traffic  emanating  from  these  northerly 
and  easterly  points  of  origin. 

EFFECT  ON  STREET  TRAFFIC  CAPACITY 

According  to  the  E.R.A*  Report,  "based  on  studies 
conducted  by  the  Agency's  planning  consultants  and  the 
City's  traffic  engineers,  sufficient  capacity  is  available 
to  accommodate  the  majority  of  peak  hour  traffic  assuming 
operation  of  the  4000-car  garage.  Assuming  Mission  Street 
would  become  one-way  westbound,  and  Howard  Street  one-way 
eastbound,  with  Folsom  remaining  two-way,  the  traffic 
engineers  project  that  with  a few  minor  exceptions,  the 
primary  streets  within  the  vicinity  of  the  Redevelopment  Pro- 
ject possess  adequate  capacity  in  terms  of  accommodating 

♦Economic  Research  Associates  Report,  Feb.  9,  1970, 

Page  V-1,  V-2 . 
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peak  hour  traffic."  This  subject,  however,  should  be 
reviewed  with  the  City  Traffic  Engineer  prior  to  the 
finalization  of  garage  functional  design. 

PARKING  DEMAND  MARKET  AREAS 

The  principal  function  of  the  Central  Block 
garages  will  be  to  serve  the  needs  generated  by  the 
major  developments  of  the  Central  Blocks  and  to  a some- 
what lesser  extent  will  also  serve  the  needs  which 
will  be  created  by  the  Agency  Disposition  and  Owner 
Participation  developments  which  are  planned  for  those 
portions  of  the  PROJECT  AREA  (D-1)  lying  outside  of  the 
Central  Blocks  but  within  the  redevelopment  project 
boundaries.  The  boundaries  of  the  project  area,  the 
central  blocks  and  those  portions  of  the  peripheral 
blocks  which  will  be  available  for  Agency  Disposition 
or  Owner  Participation  development  are  shown  in  the 
Agency  Land  Use  Plan  "A"  (Map  2)  shown  here  as  our 
Plate  No.  Two. 

The  developments  planned  for  the  Central  Blocks 
include  several  large  office  and  commercial  buildings, 
a major  hotel,  a downtown  airline  terminal,  numerous 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
PLATE  NO . TWO 
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high  quality  stores,  shops  and  restaurants,  large,  modern 
"functionally  designed"  convention  and  exhibit  facilities, 
a spectacular  and  highly  efficient  indoor  sports  arena, 
a cultural  and  trade  center  and  a legitimate  theater,  all 
of  which  will  be  aesthetically  and  functionally  integrated 
within  the  Central  Blocks  development  complex.  Plate  No. 
Three  shows  in  schematic  form  the  URBAN  DESIGN  TEAM'S 
conception  of  the  manner  in  which  these  developments  will 
be  related  to  the  Central  Blocks. 

The  Yerba  Buena  Center  Garages,  in  addition  to  ful- 
filling their  primary  function  of  serving  the  parking 
needs  generated  by  the  developments  within  the  boundaries 
of  the  Yerba  Buena  Center  Redevelopment  Project  Area  D-1, 
are  well  situated  to  serve  other  areas.  By  virtue  of 
their  presently  planned  "Central  City"  location,  the 
project  area  garages,  rate  structures  and  operating 
policies  permitting,  could  satisfy  at  least  a portion 
of  the  currently  critical  and  seemingly  ever-mounting, 
unsatisfied  parking  needs  of  those  portions  of  down- 
town San  Francisco's  major  shopping,  financial  and  office 
building  centers  which  are  located  in  the  blocks  immed- 
iately to  the  North  and  the  Northeast  of  the  Center. 
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THE  AREA  TO  THE  NORTH  AND  NORTHEAST  OF  THE 

PROPOSED  GARAGES 


The  proximity  of  the  proposed  garages,  particu- 
larly of  the  East  Garage,  to  Market  Street,  Grant 
Avenue,  Montgomery,  Sutter,  Post,  Geary,  O' Farrell, 
Ellis,  Eddy  and  Powell  Streets,  and  the  north  side 
of  Market  Street  business  districts,  which  these 
streets  serve,  should  prove  extremely  convenient 
to  the  many  motorists  who  every  day  are  finding  it 
more  and  more  difficult  to  find  a parking  place  in 
the  densely  developed  shopping  and  business  centers 
located  in  the  central  areas  to  the  north  and  north- 
east of  Market  Street. 

With  the  elimination  of  the  unsightly  and  un- 
pleasant conditions,  which  the  south  of  Market 
district  has  long  been  noted  for,  and  the  conversion 
of  the  area,  through  redevelopment,  into  one  of 
beauty,  attractiveness  and  inviting  surroundings, 
the  daily  visitors  to  downtown  San  Francisco  can 
be  expected  to  seek  rather  than  shun  the  area.  The 
$30  million  beautification  of  Market  Street  now 
under  way  will  also  aid  immeasurably  in  blending 
the  areas  north  and  south  "of  the  slot"  into  one 
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mutually  acceptable  and  economically  healthy  business, 
cultural  and  recreational  community. 

THE  AREA  TO  THE  EAST  OF  THE  PROPOSED  GARAGES 

In  the  area  directly  east  of  the  Central  Blocks, 
a number  of  new  structures,  both  within  as  well  as 
just  outside  of  the  Redevelopment  Project  Area,  are 
either  currently  under  construction  or  will  be  con- 
structed in  the  near  future.  These  new  develop- 
ments will  replace  many  of  the  dilapidated  structures 
and  vacant  lots  which  have  long  been  prevalent  through- 
out the  area.  Amongst  the  major  projects  which  have 
been  completed,  or  soon  will  be  under  construction  in 
this  area  are: 

(1)  The  13  story  (403,000  sq.  ft.)  Pacific  Telephone 
and  Telegraph  Company  headquarters  building  on 
the  N.  W.  corner  of  Folsom  and  Hawthorne  Streets. 

(2)  The  110,000  square  foot  United  California  Bank 
Service  Center  on  the  N.  E.  corner  of  Folsom 
and  Hawthorne  Streets. 

(3)  The  8 level  (147,350  sq.  ft.)  General  Electric 
building  on  Hawthorne  between  Howard  and 
Folsom  Streets. 

(4)  A recently  completed  7 level  (189,000  sq.  ft.) 
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office  building  for  the  Pacific  Telephone  and 
Telegraph  Company  at  633  Folsom  Street. 

(5)  A 9 story  (166,000  sq.  ft.)  Pacific  Telephone 
and  Telegraph  Company  office  building  addition 
planned  for  the  Telephone  company  property  on 
Hawthorne  Street  between  Howard  and  Folsom  Streets. 

(6)  A new  5 level  (142,000  sq.  ft.)  Telephone 
Company  equipment  building,  presently  under 
construction  on  the  S.  W.  corner  of  2nd  and 
Folsom  Streets. 

(7)  The  36  story  (1,081,000  sq.  ft.)  headquarters 
building  for  the  Del  Monte  Corporation  to  be 
erected  on  the  northeast  corner  of  Third  and 
Howard  Streets. 

(8)  The  Taylor  Woodrow  Company's  7 level  (314,000 
sq.  ft.)  office  building  scheduled  to  occupy 
a site  on  the  southeast  corner  of  Third  and 
Folsom  Streets. 

In  addition  to  the  sites  which  will  be  occupied 
by  the  above  enumerated  projects,  there  are  several 
other  large  parcels  of  property,  within  the  bound- 
aries of  Redevelopment  Project  D-1,  which  will  be 
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more  intensely  developed  either  through  Agency 
Disposition  programs  or  Owner  Participation 
Agreements . 

THE  AREA  TO  THE  SOUTH  OF  THE  PROPOSED  GARAGES 

To  the  south  of  the  Central  Blocks,  only  an  area 
of  something  less  than  one  and  one-half  blocks  is 
available  for  commercial  development.  This  portion 
of  the  project  area  abuts  the  elevated  structure  of 
the  James  Lick  Freeway  which  effectively  cuts  off  the 
possibility  of  further  redevelopment  Project  Area  D-1 
activity  beyond  this  point.  The  most  important  portion 
of  this  area,  from  the  standpoint  of  the  public  garages, 
is  Block  No.  3751  which  is  the  most  southerly  segment 
of  Yerba  Buena  Center.  This  block  in  addition  to 
containing  the  site  for  the  6 level  (300,000  sq.  ft.) 
Crocker  Citizens  Data  Center*  also  contains  a number 
of  other  large  sites  which  either  through  "Owner 
Participation  Agreements"  or  Agency  Disposition 
programs  are  expected  to  become  much  more  exten- 
sively developed  than  they  are  at  the  present  time. 

THE  AREA  TO  THE  WEST  OF  THE  PROPOSED  GARAGES 

At  least  for  the  initial  years  of  garage  operation, 
the  South  of  Market  area  to  the  West  of  Fourth  Street, 

*See  Addendum  at  end  of  report. 
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with  certain  minor  exceptions,  will  generate  only  a 
minimal  amount  of  patronage  for  the  Yerba  Buena  Center 
Garages.  Most  of  the  garage  patronage,  which  will 
emanate  from  this  portion  of  downtown,  will  be  genera- 
ted by  the  redevelopment  of  those  parcels  of  Project 
Area  D-1  property  which  lie  in  the  blocks  (3705,  3724, 
3733  and  3752)  just  west  of  Fourth  Street.  Some  of 
these  parcels  are  designated  as  Agency  Disposition 
projects  while  others  will  be  developed  through  "Owner 
Participation"  Agreements. 

The  properties  further  to  the  West,  within  reason- 
able walking  distance  of  the  project,  for  the  most  part 
contain  older  structures  or  are  industrial  in  nature 
neither  of  which  uses  generate  a high  level  of  parking 
demand.  There  is,  in  addition,  a rather  substantial 
supply  of  on-street  and  off-street  parking  space 
scattered  throughout  this  westerly  portion  of  the 
South  of  Market  District.  In  the  off-street  category, 
the  most  notable  of  these  facilities  would  be  the  1788- 
car  Fifth  and  Mission  Garage  and  the  400  car  parking 
lot  on  the  N.  E.  corner  of  Fifth  and  Howard  Streets. 
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The  Redevelopment  Agency  aerial  photograph  which 
shows  the  Yerba  Buena  Center  Project  Area  in  relation 
to  the  remainder  of  downtown  San  Francisco,  and  which 
has  been  reproduced  in  this  report  as  our  Plate  No. 

Four,  clearly  demonstrates  both  the  centrality  as  well 
as  the  convenient  accessibility  of  the  proposed  Yerba 
Buena  Center  Public  Garages  to  some  of  the  City's 
most  important  activity  generating  areas. 

A complete  list  of  the  major  peripheral  blocks 
developments,  referred  to  in  the  preceding  pages,  is 
shown  in  Table  No.  Two  on  page  III  - 5 of  the  following 
section.  Also  to  be  seen  in  Section  III,  on  page  III  - 15, 
is  a map  (Plate  No.  Eight)  on  which  the  locations  of  the 
Owner  Participation  and  Agency  Disposition  agreement 
parcels  are  specifically  identified. 


II  - 14 


Central  Block's  development  complex.  As  presently  con- 
ceived by  the  Redevelopment  Agency,  the  garages,  the 
exhibit  and  convention  facilities,  the  sports  arena  and 
legitimate  theater  will  probably  be  developed  as  public 
facilities  under  some  form  of  municipal  or  quasi- 
municipal financing.  The  remainder  of  the  developments 
within  the  Central  Blocks  will  be  profit  motivated  and 
will  be  developed  and  financed  by  private  enterprise. 

Table  No.  One  lists  the  developments  which  are  pres- 
ently planned  for  the  Central  Blocks  and  shows  their  magni- 
tude as  visualized  by  the  Redevelopment  Agency,  either  in 
terms  of  gross  building  square  footage,  seating  capacity 
or  guest  accommodations  whichever  is  appropriate  for  the 
specific  type  of  use. 

The  peripheral  portions  of  Project  Area  D-1  which 
will  be  developed  either  under  Agency  Disposition  or 
Owner  Participation  Agreements  are  located  in  the  follow- 
ing blocks:  (1)  City  blocks  3705,  3724,  3733  and  3752  to  the 
West  of  Fourth  St.  between  Market  and  Harrison;  (2)  blocks 
3707,  3722,  3735  and  3750  to  the  East  of  Third  St.,  also 
between  Market  and  Harrison;  and  finally  all  of  the  parcels 
in  block  3751  just  South  of  the  Central  Blocks  along  with  a 
portion  of  block  3763  at  Third  between  Harrison  and  Perry. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  ONE 

PROPOSED  CENTRAL  BLOCKS  DEVELOPMENTS 


Map 

*Kev 


Development 


Gross  Area 
Sq.Ft. 


Capacity 


A 

Exhibit  Hall 

358, 900 

sq.ft. 

Meeting  Rooms 

50, 000 

" 

B 

Sports  Arena 

14,1 

D 

Theater 

2, 

E 

Garage  Structures 

4,1 

I 

Cultural  and  Trade  Center 

153,000 

sq. ft . 

J 

Downtown  Airline  Terminal 

132,425 

sq. ft . 

K 

Office  Buildinqs 

1.  Market  Street 

370,000 

sq. ft . 

2.  Third  Street 

162, 000 

" 

3.  Fourth  Street 

128, 000 

" 

4.  Fourth  Street 

119,400 

" 

5.  Fourth  Street 

128,400 

" 

6.  Fourth  Street 

128,400 

7.  East  Garage 

50,000 

8.  West  Garage  N. 

74,000 

9.  West  Garage  S. 

74,000 

10.  Fourth  & Mission 

246.200 

" 

Office  Building  Total 

1,480,400 

sq. ft . 

L 

Hotel  Tower  Rooms 

660,000 

sq. ft. 

800 

M 

Retail  Shops 

Market  Street 

32, 500 

sq. ft. 

Mission  Street 

32,500 

" 

Howard  Street 

32,400 

" 

Folsom  Street 

10,800 

Meeting  Room  (Comm'l) 

35, 500 

" 

Retail  Shops  - Total 

143,700 

sq. ft. 

4,000  spaces 


800  to  1,000  rooms 


*Central  Blocks  Development 
Maps  1,  2,  3,  4 and  5 

Source:  San  Francisco  Redevelopment  Agency 
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Some  parking  spaces  will  be  provided  by  the  individual 
developers  of  these  parcels.  In  almost  every  instance, 
however,  the  amount  provided  will,  as  further  growth 
takes  place  in  the  area,  be  insufficient  to  satisfy 
the  parking  needs  generated. 

In  the  absence  of  more  convenient  and  less  costly 
parking  space  accommodations  being  available,  within 
reasonable  walking  distances,  the  visitors  to  as  well 
as  the  workers  employed  in  these  buildings  should  pro- 
duce a reasonably  high  level  of  parking  patronage  for 
the  Central  Block's  Garages.  Table  No.  Two  lists  the 
developments  in  this  category  to  the  extent  that  they 
are  presently  either  in  existence,  or  known  to  be  in 
the  planning  stages. 

SECONDARY  PARKING  DEMAND  MARKET  AREA 

In  addition  to  the  parking  demand  which  will  be 
generated  by  the  Agency  planned  central  and  peripheral 
block  developments,  the  owner  participation  agree- 
ment and  the  private  developments  in  the  peripheral 
blocks,  the  Central  Block  garages  could,  as  was 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  TWO 

PERIPHERAL  BLOCK  DEVELOPMENTS 
(Current  or  Presently  Planned) 


CITY 

DEVELOPMENT 

NUMBER  SITE  DEVELOPMENT 

PARKING 

YEAR 

BLOCK 

(A;  Available)  *1 

ON 

(Max.  or  Actual) 

SPACES 

RE-ENTER 

NO. 

(B:  Developer)  *2 

MAP 

Gross  Area  (sq.ft.) 

PROVIDED 

TAX  ROLLS 

3705 

A.  Available 

1 

39,000  sq.ft. 

1974 

3724 

2 

City-5th  & Mission  Garage 

1970 

✓3724 

3 

445,000  sq.  ft.  /S-/9 

1976 

37'33 

4 

196,000 

1978 

3733 

5 

City-F>ublic  Housing 

30 

1972 

3733 

6 

31, 200  sq.ft. 

1975 

3752 

7 

25,000 

1976 

3752 

8 

12,000 

1977 

3751 

9 

19,300 

1977 

3751 

10 

157,500 

1977 

3751 

11 

196,400 

1977 

3751 

12 

Parking 

1976 

3751 

13 

120,000 

1977 

^751 

B. Crocker  Citizens 

300. 00(^^^" 

14 

350 

1972 

3751 

A.  Available 

15 

230,000 

1975 

V5750 

— ^i4onn*e» 

1972 

37^ 

" 

17 

Parking 

278 

1972 

3750 

A.  Available 

18 

19,800 

1978 

3750 

" " 

19 

10,918 

1974 

>/5750 

B.Pac.Tel.Sc  Tel. Co. 

189,  264-7  '•  . 

63 

1970 

142,000  " 

1972 

3763 

A.  Available 

20 

4fttOT 

1976 

3763 

" " 

21 

Parking 

47 

1976 

3735 

" " 

22 

40,000 

1977 

vdiS-. 

B. United  Calif. Bank 

1 1 n 1 (inn-^Lu. 

116 

1970 

B. General  Electric 

23 

L47, 3SO-g 

262 

1970 

v'37  35 

B.Pac.Tel.Sc  Tel.Cc^. 

142  , 

1970 

3735 

3735 

A.  Available 

24 

250,000  " 

1976 

3735 

" " 

25 

544,000 

1975 

w/3722 

B.Del  Monte  Corp. 

26 

1,081,00031-3^' 

200 

1972 

3722 

A.  Available 

-rr 

525,000 

1977 

3707 

A 

28 

507,000 

1975 

TOTAL  GROSS  AREA  6,270,332  sq.ft. 

TOTAL  PAPJCING  SPACES  PROVIDED  1,488  spaces 


*1  A-Peripheral  parcels  available  for  development 
*2  B-Peripheral  parcels,  development  committed 
*3  See  addendum  at  the  end  of  report 
Source;  San  Francisco  Redevelopment  Agency 
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noted  in  Section  II  of  this  report,  under  certain  con- 
ditions, accommodate  at  least  a portion  of  the  parking 
needs  which  are  generated  outside  of  the  Yerba  Buena 
Center  Redevelopment  Area.  The  portions  of  the  down- 
town area  from  which  this  secondary  demand  will  be 
generated  lie  principally  to  the  North,  the  Northeast 
and  East  of  the  project  boundaries.  These,  of  course, 
are  the  areas  which  contain  the  city's  principal  retail 
stores,  its  major  office,  professional  and  commercial 
buildings  as  well  as  many  of  its  better  dining  and  enter- 
tainment facilities.  Parking  space  in  these  densely 
developed  areas  is  presently  and  undoubtedly  will  continue 
to  be  exceedingly  short  in  supply  and  high  in  demand. 

And  as  many  of  these  prime  generators  of  parking  space 
need  are  within  reasonable  walking  distance  of  the  pro- 
posed garages,  it  can  be  reasonably  assumed  that  many  of 
the  motorists  destined  for  these  shopping,  business  and 
entertainment  centers  will  seek  parking  space  in  the 
Yerba  Buena  Center  Garages. 

FACTORS  CONSIDERED  IN  DELINEATING  PARKING  DEMAND 

MARKET  AREA 

In  delineating  the  overall  market  area  from  which 
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the  Central  Blocks  Garages  will  draw  their  patronage, 
careful  study  has  been  given  to  the  complex  of  factors 
which  must  be  taken  into  account  before  an  accurate 
evaluation  can  be  made.  One  of  the  most  important  con- 
siderations is  the  distance  which  a motorist  will  be 
willing  to  walk  when  unable  to  obtain  satisfactory 
parking  accommodations  in  reasonably  close  proximity  to 
his  or  her  intended  destination. 

Of  the  many  studies  which  have  been  made  with 
reference  to  the  distance  which  the  average  motorist 
will  walk  from  an  available  parking  place  to  his  or 
her  ultimate  destination,  the  most  authoritative  are 
those  contained  in  the  "Parking  Guide  for  Cities",  a 
manual  prepared  by  the  U.  S.  Department  of  Commerce, 
Bureau  of  Public  Roads.  Based  upon  data  accumulated 
in  parking  studies  in  69  U.  S.  Cities,  the  manual 
points  out  that  the  distance  which  the  average  motor- 
ist will  walk  from  parking  space  to  destination  is 
governed  by  a number  of  inter-related  factors.  Those 
of  major  importance  appear  to  be; 

(1)  THE  SIZE  OF  THE  CITY 

The  distances  which  people  will  be  required  to 
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walk  becomes  longer  as  the  population  of  the 
area  becomes  greater. 

(2)  THE  PURPOSE  OF  THE  TRIP 

Motorists  on  sales  and  service  trips  will  walk 
lesser  distances  than  those  on  shopping,  business 
or  work  trips. 

(3)  THE  DURATION  OF  THE  PARKING  STAY 

Motorists  tend  to  accept  progressively  greater 
distances  to  their  destinations  as  the  length  of 
time  required  for  their  parking  stay  becomes 
longer. 

(4)  THE  AMOUNT  OF  THE  PARKING  CHARGE 

Motorists  generally,  but  in  particular  the  long 
time  parker  or  regular  every  day  visitor  to  the 
area,  will  walk  greater  distances  to  those  loca- 
tions where  the  parking  charge  is  the  least. 

SIZE  OF  THE  CITY  AND  PURPOSE  OF  TRIP 

In  cities  the  size  of  San  Francisco,  the  Bureau  of 
Public  Roads  studies  indicated  that  in  relation  to  the 
trip  purpose,  the  average  distance  which  parkers  will 
walk  from  parking  place  to  destination  would  approxi- 
mate 698’,  656’  and  528'  for  work,  shopping  and  business 
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trips  respectively.  Such  distances  appear  to  be  a 
relatively  accurate  approximation  for  according  to  the 
November  1966  City  of  San  Francisco  Downtown  Parking 
and  Traffic  Study  (Part  I) , commonly  referred  to  as 
DPATS,  the  actual  distances  which  the  average  parker 
walks  on  work,  shopping  and  business  trips  in  downtown 
San  Francisco  are  611',  651',  and  472',  respectively 
The  walking  distances  by  trip  purpose,  as  shown  graphi- 
cally on  page  21  of  the  DPATS  report,  we  have  reproduced 
and  are  shown  as  our  Plate  No.  Five. 

DURATION  OF  STAY 

With  respect  to  duration  of  stay,  the  DPATS  investi- 
gation indicated  that  the  length  of  time  which  a motorist 
parked  varied  with  the  purpose  of  the  trip  and  that  it 
ranged  from  1 hour  and  34  minutes  and  1 hour  and  24 
minutes  respectively  for  shopper  parkers,  and  those  whose 
business  was  personal,  to  5 hours  and  22  minutes  for  those 
in  the  worker-parker  category.  The  figure  for  work 
trips,  however,  was  acknowledged  by  DPATS  to  be  "under- 
stated" by  reason  of  the  fact  that  the  DPATS  interviews 
did  not  commence  until  10  a.m.,  and  thus  no  information 
was  available  as  to  the  length  of  time  which  vehicles 
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PLATE  NO.  FIVE 

WALKING  DISTANCE  BY  TRIP  PURPOSE 


SOURCE:  1966  SAN  FRANCISCO  DOWNTOWN  PARKING  & TRAFFIC  SURVEY 
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had  actually  been  parked  prior  to  that  hour.  A duration 
of  stay  between  8 and  9 hours  for  the  worker-parker 
category  would,  in  our  opinion,  appear  to  be  more 
realistic.  Our  Plate  No.  Six  reproduces  the  DPATS 
"Duration  of  Stay"  findings. 

RELATIONSHIP  OF  WALKING  DISTANCES  TO  PARKING  CHARGES 

The  DPATS  report  presented  an  analysis  of  the  rate 
structures  at  seven  of  the  city's  largest  garages  and 
the  average  distances  which  the  customers  of  these  garages 
walked  to  their  ultimate  destinations.  This  analysis, 
and  the  accompanying  graph  reproduced  as  our  Plate  No. Seven, 
clearly  demonstrated  that  "the  walking  distances  of 
parkers  at  facilities  with  low  initial  charges  were  con- 
siderably longer  than  those  in  which  the  initial  charge 
was  higher." 

As  is  specifically  illustrated  in  the  DPATS  graph, 
at  the  Fifth  and  Mission  garage  where  the  charge  for  the 
first  hour  is  15<:,  fifty  (50)  percent  of  the  parkers 
walked  over  950  feet;  while  at  the  Union  Square  Garage, 
which  charges  35<:  for  the  first  hour,  the  median  walking 
distance  was  only  340  feet.  The  graph  further  shows 
that  while  25  percent  of  those  parking  at  the  Fifth  and 
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AVERAGE  TIME  PARKED 


PLATE  NO.  SIX 

DURATION  OF  PARKING  STAY 
BY  TRIP  PURPOSE 


420- 


WORK  SHOPPING  PERSONAL  All 

BUSINESS  PURPOSES 


SOURCE:  1966  SAN  FRANCISCO  DOWNTOWN  PARKING  & TRAFFIC  SURVEY 
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1,200  foot  walking  distance  of  the  garage  structures. 
Also  indicated  on  the  map  are  the  locations  of  the  var- 
ious public  and  private  off-street  parking  facilities 
which  are  presently  in  operation  within  the  boundaries 
of  the  parking  demand  market  area. 

POTENTIAL  DEMAND  IN  MARKET  AREA 

As  shown  by  the  map,  the  parking  demand  market 
area  encompasses  the  following  city  blocks: 

South  of  Market  Street 

All  of  blocks  3705,  3724,  3733,  3752,  3706,  3723, 
3734,  3751,  3707,  3722,  3735,  the  westerly  half  of 
block  3750,  the  northerly  one-third  of  block  3762, 
and approximately  one-fourth  of  block  3763. 

North  of  Market  Street 

All  of  blocks  292,  293,  309,  310,  311,  312,  313,  314, 
327,  328,  329  and  the  westerly  half  of  block  291. 

The  overall  parking  demand  area  as  delineated  on 
the  maps  would,  in  effect,  be  bounded  by  Harrison  Street 
on  the  South;  Fifth  Street  on  the  West;  Second  Street  on 
the  East;  the  first  block  of  Montgomery  Street  on  the 
Northeast;  Sutter,  Post,  Geary,  O' Farrell  and  Ellis 


III  - 16 


Streets  in  an  irregular  line  on  the  North;  and  Powell, 
Stockton  and  Grant  Avenue  on  the  Northwest. 

Based  on  information  furnished  by  the  Redevelopment 
Agency*  for  the  private  developments  as  they  are  contem- 
plated to  be  finally  completed  within  Project  Area  D-1 
together  with  information  obtained  from  the  San  Francisco 
Planning  Department**  as  to  those  blocks  outside  of 
Area  D-1,  but  within  our  designated  Parking  Market  Demand 
Area,  we  have  prepared  Table  No.  Three  which  shows  the 
categories  of  use  and  total  square  footage  for  all  of  the 
existing  and  planned  private  improvements.  The  proposed 
public  facilites  have  not  been  included  in  this  table 
as  we  feel  it  is  preferable  to  treat  them  later,  apart 
from  our  general  discussion  of  the  overall  parking 
demand  area. 

For  simplicity  of  presentation,  the  data  derived 
from  both  Redevelopment  Agency  and  City  Planning  sources 
was  consolidated  into  three  major  groups:  Office  Uses, 
Retail  and  Service  Uses  and  Other  Uses.  The  latter 
category  includes  such  activities  as  warehousing,  in- 
dustrial and  manufacturing,  the  majority  of  which  are, 
of  course,  located  in  the  South  of  Market  area.  Office 

* Yerba  Buena  Center  Redevelopment  Project  Supporting 
Tables  One  and  Two. 

**Downtown  Zoning  Study , Working  Paper  No.  1 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  THREE 

ANTICIPATED  BUILDING  USES  - PARKING  DEMAND  MARKET  AREA 
(Full  Completion  of  Project  Area  D-1) 


AREA 


OFFICE  USES 
Gross  Area 
-jS.q.,.  Ft  J, 


RETAIL  & 
SERVICES 
Gross  Area 
(Sq.  Ft.) 


OTHER  USES 
Gross  Area 
(Sq.  Ft.) 


(A)  SOUTH  OF  MARKET  ST. 

Blocks:  3705,  3724,  3733 
3752,  3706,  3723,  3734, 
3751,  3707,  3722,  3735, 
portions  of  blocks  3762 
and  3763. 


1)  Developments  Outside 
Boundaries  of  Project 

Area  D-1  4,424,264  1,188,506  3,612,000 

2)  Owner  Participation 

Parcels  within  Pro- 
ject Area  D-1  728,640  29,500  488,720 


3)  Agency  Disposal  Parcels 

a)  Parcels  No.  1 through 
28  inc. 

b)  Central  Blocks  Private 
Developments 

(Public  Facilities  not 

Included) * 5, 569, 250  804,700  851,843 

Sub-Total  (Area  A) 

(Gross  Sq.  Ft.)  10,722,154  2,022,706  4,942,563 


(B)  NORTH  OF  MARKET  ST. 

Blocks:  292,  293,  309, 

310,  311,  312,  313,  314, 

327,  328,  329,  part 

block  291  3, 582,000  2,395, 500  257, 500 


TOTAL  AREA  (A  & B)  14, 304, 154 

(Gross  Sq.  Ft.)  

*For  Central  Blocks  Public  Facilites 
See  Section  IV 
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and  Retail  are  the  predominant  uses  in  the  North  of 
Market  area  but,  as  is  indicated  in  the  table,  such 
activities  will  be  increased  substantially  in  the  South 
of  Market  section  as  the  Redevelopment  process  continues. 
COMPARISON: 

PARKING  SUPPLY,  CITY  CODE  AND  TRIP  GENERATION  REQUIREMENTS 

The  magnitude  of  the  problem  of  providing  a suf- 
ficient number  of  car  spaces  to  satisfy  the  demand  created 
by  the  volume  of  building  uses  shown  in  Table  No.  Three, 
can  best  be  visualized  by  projecting  what  the  require- 
ment would  be  if  all  of  the  uses  in  the  Parking  Demand 
Market  Area  had  been  or  would  be  required  to  meet  the 
minimum  standards  established  by  the  City  Planning  Code. 

As  illustrated  in  Part  I of  the  accompanying  table, 

(Table  No.  Four) , if  Planning  Code  minimum  requirements 
were  applicable  within  the  entire  market  demand  area, 
it  would  be  necessary  to  provide  42,645  off-street 
parking  spaces  to  satisfy  the  indicated  need. 

The  second  projection,  shown  in  Table  No.  Four, 
further  illustrates  the  extent  of  the  potential  parking 
need  in  the  market  area  by  applying  "trip  generating 
factors"  comparable  to  those  discussed  on  page  28  of 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  FOUR 

POTENTIAL  PARKING  DEMAND  WITHIN  THE  MARKET  DEMAND  AREA 


I THEORETICAL  EFFECT  IF  PLANNING  CODE  REQUIREMENTS 

WERE  APPLICABLE 


PLANNING  CODE 

SPACES 

CATEGORY  OF  USE 

REQUIREMENT 

REQUIRED 

(A) 

Office  Buildings 

1 

space  ea.  500  sq. 

ft. 

28, 608  spaces 

14,304,154  sq.ft. 

@ 1:500 

(B) 

Retailing  and 

1 

space  ea . 500  sq. 

ft. 

8,837 

Services 

4,418,206  sq.ft. 

@ 1:500 

(C) 

Other  Uses 

1 

space  ea. 1,000  sq 

. ft. 

5,200 

5,200,063  sq.ft. 

@ 1:1,000 

TOTAL  REQUIREMENT 

42,645  spaces 

II  APPLICATION  OF  GENERATING  FACTORS  COMPARABLE  TO 

DPATS  ANALYSIS 


CATEGORY  OF  USE 


FACTOR 


VEHICULAR 

DEMAND 


(A)  Office  Buildings 
14,304,154  sq.ft 

(B)  Retailing  and 
Services 

4,418,206  sq.ft. 


(§>  1.94  per  M sq.ft.  27,750  vehicles 


(a)  2.54  per  M sq.ft.  11,221 


(C)  Other  Uses 

5,200,063  sq.ft. 


@1.32  per  M sq.ft.  6,864 


TOTAL  DAILY  VEHICULAR  TRIPS  GENERATED  45,835  vehicles 
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the  1966  City  of  San  Francisco  Downtown  Parking  and 
Traffic  Survey.  As  indicated  in  that  portion  of  the 
study  "a  special  analysis  was  made  of  generating 
characteristics  of  various  establishments"  to  facili- 
tate the  design  for  parking  and  traffic  movements  re- 
lated to  future  buildings  and  businesses.  The  indicated 
need,  as  shown  by  this  portion  of  the  table,  would  be 
to  provide  sufficient  parking  spaces  to  accommodate 
45,835  parkers  per  day. 

In  light  of  the  ratios  developed  by  Economic 
Research  Associates  in  their  projections  of  parking 
demand  in  Table  27  (page  V~5)  of  their  report  on  the 
Economic  Performance  of  the  Yerba  Buena  Public  Facili- 
ties, both  the  generating  factors  used  by  DPATS  and 
the  estimate  based  on  City  Planning  Code  requirements, 
would  appear  to  be  most  conservative. 

The  E.R.A.  projections  for  the  total  gross  square 
footages  of  OFFICE  USES  (10^400M),  RETAIL  USES  (3,470M) 
and  OTHER  USES  (1,700M),  when  analyzed  separately,  show 
parking  demands  of  85,880,  14,900  and  2,600  respectively. 
The  resultant  ratios  of  vehicle  generation  per  1,000 
square  feet  of  space  would,  therefore,  be  8.26  per  M 
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for  Office  Uses;  4.0  per  M for  Retail;  and  1.53  per  M 
for  the  catchall  category  of  Other  Uses.  A comparison 
of  the  E.R.A.  and  DPATS  ratios  is  shown  below. 

VEHICLE  PARKING  DEMAND  GENERATING  FACTORS 
(Per  1,000  sq.  ft.  of  space) 

OFFICE  RETAIL  OTHER 
DPATS  1.94  2.54  1.32 

E.R.A.  8.26  4.00  1.53 

Obviously  some  portion  of  the  present  and  future 
parking  demand  in  the  overall  market  area  is  presently 
and  could  in  the  future  be  at  least  partially  satis- 
fied by  on-street  and  off-street  spaces  which  con- 
stitute the  Market  Demand  Areas’  parking  supply.  The 
relationships  between  the  supply  and  demand  factors  in- 
volved will  be  discussed  in  some  detail  in  the  succeed- 
ing section  of  this  report. 

With  respect  to  the  parking  demand  anticipated  to 
be  generated  by  the  Project's  Public  Facilities  (the 
Sports  Arena,  the  Theater  and  the  Convention-Exhibit 
Hall  complex) , we  concur  with  the  conclusions  set  forth 
in  the  Economic  Research  Associates  report.  The  report 
stated  that  "the  bulk  of  these  activities  can  be 
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expected  to  occur  in  the  evening"  for  which  reason, 
during  the  daytime  hours  virtually  all  of  the  garage 
spaces  will  be  available  to  service  "the  demand  genera- 
ted by  commercial  and  office  uses  within  the  market 
area."  This  conclusion  should  be  valid  for  while  it 
is  true  that  some  convention  type  activities  will  be 
held  during  the  daytime,  the  number  of  attendees  in 
this  category,  as  shown  in  the  accompanying  summary, 
are  few  in  comparison  with  the  very  large  number  who 
will  be  attending  sports  events  and  theatrical 
performances . 


SUMMARY 

YERBA  BUENA  CENTER  PUBLIC  FACILITIES 
ESTIMATED  ANNUAL  ATTENDANCE 
(Source:  Economic  Research  Associates) 


Event 

Convention  and  Consumer  Shows 
Sports  Events 
Theatrical  Performances 

Total  Attendance 


Estimated  Attendance 

377,500  persons 
1,342,500 
762.400 


2,482,400  persons 
As  shown  in  the  summary,  attendees  of  sports 
events  and  theatrical  performances  represent  eighty- 
five  percent  of  the  total  estimated  attendance. 
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Virtually  all  of  these  activities  take  place  during 
the  evening.  Of  the  convention  and  consumer  show 
events,  it  should  also  be  noted  that  not  all  of  these 
will  be  daytime  oriented,  thus  further  increasing  the 
evening  percentage. 

The  parking  needs  generated  by  in-house  event 
activities  such  as  these  represent,  in  effect,  a 
captive  market  for  the  Yerba  Buena  Center  Garages; 
and  it  was  for  this  reason  that  no  estimate  of  poten- 
tial patronage  from  this  source  was  presented  in  the 
foregoing  general  discussion  of  the  overall  parking 
market  demand  area. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 

SECTION  IV 

PROJECTIONS  OF  PARKING  SUPPLY  AND  DEMAND  FOR  1975 

DPATS  PROJECTIONS 

Utilizing  the  statistical  data  accumulated  by  the 
city  in  its  1966  Downtown  Parking  and  Traffic  Survey, 
we  have  prepared,  for  a 12-block  South  of  Market  Area* 
of  which  Yerba  Buena  Project  Area  is  a part,  a table, 
(Table  No.  Five)  which  compares  the  DPATS  1965  parking 
space  supply,  demand,  surplus  and/or  deficiency 
findings  with  their  companion  projections  of  the  supply 
and  demand  conditions  which  the  DPATS  staff  felt  could 
reasonably  be  expected  to  prevail  in  the  same  area  by 
1975. 

The  table  utilizes  the  data  prepared  by  DPATS  for 
the  intersections  in  the  area  bounded  by  Market  Street 
on  the  North,  Harrison  on  the  South,  Fifth  Street  on 
the  West  and  Second  Street  on  the  East.  The  DPATS 
figures,  as  shown  in  the  table,  were  related  to  inter- 
sections each  with  a designated  code  number.  The 
statistical  data  included  the  DPATS  1965  findings  as 

*City  Blocks  3707,-22,-35,-50;  3706,-23,-34,-51; 

3705,-24,-33  and  3752 
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COMPARISON  1965-1975  PARKING  SUPPLY  AND  DEMAND 
(South  of  Market  Area  Only) * 

PRIOR  TO  ADJUSTMENT  FOR  YERBA  BUENA 
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•City  Block  Nos.  3707,-22,-35,-50;  3706,-23,-34,-51;  Frank  E.  Carroll  Co 

3705,-24,-33,-52  Parking  Consultants 

)ata  Source:  DPATS  1966  Report  IV  - 2 


to  Parkers  Destinations,  (Demand) , the  on-street  and 
off-street  parking  supply  in  terms  of  vehicular  usage 
per  day  and  the  resultant  difference  between  supply 
and  demand  shown  as  a space  surplus  or  deficiency, 
whichever  the  case  might  be,  also  depicted  in  terms 
of  vehicular  usage. 

In  the  interval  between  1965  and  1975,  the  DPATS 
projection  forecasts  that  parking  demand  in  the  12-block 
area  will  increase  from  16,016  to  17,475  vehicles  per 
day.  The  1,459  additional  vehicles  estimated  to  be 
coming  into  the  area  daily  by  1975  represent  a 9.1  per- 
cent increase  over  the  ten  year  period. 

Our  review  of  the  DPATS  report  indicates  that  the 
DPATS  "method  of  projecting  parking  demands  to  the  1975 
level  was  a five  step  process  which  involved  forecasting 
growth  for  the  entire  DPATS  area , distributing  this  growth 
among  the  smaller  Functional  Areas,  estimating  diversion 
by  BART,  adding  a trip  generation  factor,  and  finally 
applying  the  growth  factor  for  each  Functional  Area." 

In  some  depressed  areas  of  the  city,  the  growth  factor 
assigned  was  zero;  while  in  others,  it  was  as  high  as 
29  percent.  The  factors  which  had  been  assigned  by 


IV 


3 


DPATS  to  the  block  intersections  in  our  table  ranged 
from  zero  to  23%  with  the  overall  average,  which  we 
have  already  indicated,  being  a low  9.1  percent.  This 
is,  of  course,  understandable  in  light  of  the  conditions 
which  have  prevailed  in  the  South  of  Market  "depressed" 
area  during  the  past  years.  It  does  not,  however, 
realistically  portray  the  growth  contemplated  to  take 
place  by  1975  as  a result  of  redevelopment. 

With  respect  to  the  on-street  and  off-street  parking 
supply,  the  DPATS  projections  indicate  that  the  total 
supply  will  decrease  from  the  18, 193  shown  in  1965  to 
16,647  in  1975;  and  that  the  space  surplus  of  2,177  in 
1965  will,  because  of  the  changes  in  parking  supply  and 
demand,  become  a deficiency  of  828  by  1975. 

Our  analysis  of  the  DPATS  report  and  related  back- 
ground information  indicates  that  the  difference  between 
the  1965  DPATS  findings  and  their  projection  of  the 
anticipated  parking  space  supply  and  demand  condition 
in  1975  were  based  on  the  following  methodology  and 
assumptions : 

(1)  The  application  by  DPATS  of  a vehicular  trip 

expansion  factor,  for  the  10-year  period,  after 
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making  allowances  for  the  anticipated  diversion 
by  BARTD  of  some  motorists  from  automobiles 
to  rapid  transit.  This  has  already  been  dis- 
cussed in  detail  and  need  not  be  repeated  here. 

(2)  The  projection  reflects  a decrease  by  1975  of 

the  on-street  parking  supply  in  the  area,  arising 
out  of: 

a)  The  application  of  a 4 p.m.  to  6 p.m.  tow- 
away  to  Fifth  Street  between  Market  and 
Howard  and  to  Second  Street  between  Mission 
and  Bryant. 

b)  An  increase  in  the  "no  parking  (all  day) " 
restrictions  to  include  the  East  side  of 
Fifth  Street  and  Third  Street  between  Market 
and  Mission  and  the  North  and  South  sides 

of  Mission  Street  between  First  and  Seventh. 

c)  Removal  of  many  alleys  in  the  Redevelopment 
Area  will  also  contribute  to  the  decrease 
in  curb  space  supply. 

d)  A further  reduction  of  on-street  parking 
supply  is  expected  to  take  place  as  traffic 
movement  considerations  make  it  mandatory 
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to  exert  stronger  enforcement  pressure 
against  illegal  parking.  It  is  estimated 
by  DPATS  that  the  reduction  in  this  portion 
of  the  parking  supply  will  approximate  50 
percent  by  1975. 

(3)  An  increase  in  the  off-street  parking  supply  in 
the  area  emanating  from: 

a)  The  construction  by  1975  of  a 1,400  car<f 
public  garage  in  the  block  bounded  by  Third, 
Fourth,  Folsom  and  Howard  Streets.  The 
resultant  increase  in  vehicular  parking 
supply  was  estimated  at  1,540  vehicles  per 
day. 

b)  The  construction  in  1975  of  a second  garage 
in  the  block  bounded  by  Third,  Fourth, 

Howard  and  Mission  Streets  which  garage 
having  a capacity  of  1,900  cars* would  have 
the  capability  of  increasing  area  vehicular 
supply  by  2,660  vehicles  per  day. 

c)  The  construction  prior  to  1975  of  a 316-car 
extension  on  to  the  Fifth  and  Mission  garage 
which  would  increase  daily  parking  supply 

*The  Approved  Redevelopment  Plan  provides  for  two  2,000- 
car  garages  (4,000  rather  than  3,300  spaces) 
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by  600  vehicles.  This,  of  course,  has 


already  been  accomplished. 

In  analyzing  the  demand  aspect  of  the  DPATS  pro- 
jections, it  became  apparent,  from  the  very  small  1,459 
parking  destinations  increase  shown  for  1975,  that  in 
the  preparation  of  this  projection,  no  consideration 
had  been  given  to  the  sizable  amount  of  vehicular  move- 
ment which  could  be  anticipated  to  be  generated  by  the 
various  developments  planned  for  Project  Area  D-1.  Our 
inquiry  of  DPATS  staff  members  revealed  that,  at  the 
time  the  projections  were  made,  no  specific  information 
was  available  as  to  the  exact  nature,  size  and  location 
of  the  entities  which  were  to  make  up  the  Yerba  Buena 
complex;  and  for  this  reason,  a projection  relevant  to 
the  redevelopment  project  potential  parking  needs  and 
vehicle  generating  capabilities  was  not  deemed  practical. 

It  is  also  important  to  note  that  while  no  allow- 
ances were  made  by  DPATS  for  the  then  unknown  vehicular 
trip  generating  potential  of  the  redevelopment  project, 
that  DPATS  did  nevertheless  increase  the  off-street 
parking  supply  by  anticipating  the  construction  of 
the  two  garages  which  had  been  suggested  for  the  project 
area.  For  these  garages,  one  having  a 1,400  car  capacity 
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and  the  other  a capacity  of  1,900,  DPATS  projected 
an  increase  of  4,200  cars  per  day  in  the  combined  on- 
street and  off-street  overall  vehicle  space  supply. 

In  summary,  the  DPATS  conclusions  with  respect 
to  a parking  deficiency  of  828  vehicle  spaces  per  day 
by  1975  therefore  represents  the  conditions  which 
would  be  anticipated  to  prevail  only  if  the  Yerba 
Buena  Central  Blocks  Garages  are  completed  prior  to 
the  remainder  of  the  project  area  developments. 
Appropriate  adjustments  will  be  made  in  our  parking 
supply  and  demand  projections. 

PRIMARY  PARKING  DEMAND  FOR  PROJECT  AREA  PARKING 

FACILITIES 

As  has  previously  been  indicated,  the  primary 
sources  of  parking  patronage  for  Project  Area  parking 
facilities  will  be  the  major  complex  of  developments 
planned  for  the  Central  Blocks,  the  Owner  Participation 
properties,  the  Agency  Disposition  Agreement  type  of 
development,  and  to  some  extent  by  the  several  new 
non-agency  sponsored  privately  constructed  buildings 
immediately  adjacent  to  the  project  area  which  have 
either  already  been  or  will  be  completed  during  the 
next  few  years. 
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The  integration  of  commercial,  convention,  sports 
and  cultural  activities  into  one  central  complex  will 
generate  both  evening  as  well  as  daytime  parking 
activity  for  Yerba  Buena  parking  facilities.  The 
evening  parking  demand  will  be  confined  virtually  to 
the  Central  Blocks  Garages  and  will  be  derived  almost 
exclusively  from  the  various  events  and  attractions 
which  will  be  catered  to  and  accommodated  in  the  Sports 
Arena,  the  Convention-Exhibit  facilities  and  the 
legitimate  theater,  which  make  up  the  publicly  fin- 
anced portion  of  the  Yerba  Buena  Development.  Some 
additional  night  patronage  should  be  derived  from  hotel 
evening  activities  such  as  dining,  dancing,  entertain- 
ment, banquets  and  meetings. 

The  daytime  patronage  will  be  generated,  for  the 
most  part,  by  the  private  phases  of  the  developments 
which  we  have  already  described  in  some  detail. 

DAYTIME  PARKING  DEMAND 

In  Table  No.  Six,  we  have  prepared  a projection 
of  the  daytime  parking  demand  which  could  reasonably 
be  anticipated  to  be  generated  by  the  developments 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  SIX 

VEHICLE  GENERATION  (PARKING  DEMAND)  PROJECT  AREA 
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Includes  an  allowance  of  9%  for  anticipated  diversion  of  motorists 


which  have  already  been  referred  to,  excluding,  however, 
that  portion  which  could  be  attributed  to  the  Owner 
Participation  properties.  The  reason  for  their  ex- 
clusion lies  in  the  fact  that  these  properties  are 
already  in  existence,  they  are  in  operation,  and  their 
effect  on  area  parking  supply  and  demand  has  already 
been  accounted  for  in  the  current  DPATS  projections. 

It  is  our  understanding  that,  other  than  for  minor 
rehabilitation,  these  properties  will  remain  essentially 
as  they  are,  at  least  in  size,  and  will  thus  neither 
increase  or  decrease  their  present  parking  demand 
potential . 

In  the  preparation  of  Table  No.  Six,  for  the  gross 
area  of  the  various  projected  area  developments,  we  have 
used  the  square  footage  estimates  prepared  by  the 
Redevelopment  Agency.  To  these  we  have  applied  vehicle 
generation  ratios  comparable  to  those  developed  by  the 
DPATS  staff  but  modified  slightly  to  permit  simplifi- 
cation of  computation.  They  are,  however,  well  within 
the  conservative  range  of  the  DPATS  findings.  The 
table  can  be  summarized  as  follows: 
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SUMMARY 

YERBA  BUENA  PROJECT  AREA 
DAYTIME  PARKING  DEMAND 


OCCUPANCY 

VEHICLE 

GENERATION 

FACTOR 

DAILY 

VEHICULAR 

DEMAND 

PERCE^ 

Office  Uses 

2.0 

11,712  vehicles 

76% 

Retail  and  Services 

2.5 

1,830 

12% 

Other  Uses 

1.3 

1,890 

12% 

Total  Daily  Vehicular 

Demand 

15,432  vehicles 

100% 

The  Central  Blocks  private  developments  will  attract 
4,864  vehicles  per  day  or  32  percent  of  the  total,  the 
Agency  Disposition  projects  8,823  or  53  percent,  and  the 
new  private  facilities  1,745  per  day  which  is  15  percent. 
To  at  least  partially  satisfy  this  sizable  parking  demand 
a total  of  5,638  off-street  parking  spaces  are  presently 
planned  for  the  area.  Four  thousand  of  these  will  be 
provided  by  the  construction  of  the  two  Central  Blocks 
Garages,  1,367  by  the  Agency  Disposition  Agreement 
projects,  and  321  by  the  new  private  non-agency  sponsored 
developments . 

According  to  presently  indicated  agency  time 
schedules,  the  projected  parking  demand  will  be  gener- 
ated in  stages  over  a period  of  approximately  four  years. 
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While  the  first  public  garage  is  scheduled  for  comple- 
tion in  mid  1974,  for  all  practical  purposes,  its 
first  full  year  of  operation,  following  the  usual  six 
months  break-in  period  characteristic  of  most  garages 
will  be  1975.  The  use  of  this  date  as  a base  in  making 
our  projections  is  particularly  desirable  as  it  permits 
a much  closer  coordination  and  utilization  of  the 
voluminous  DPATS  statistics  which  were  projected  to 
that  year . 

The  annual  parking  demand  as  it  is  anticipated  to 
develop  in  the  area,  over  the  four  year  period,  can  be 
summarized  as  follows: 

SUMMARY 

ANTICIPATED  ANNUAL  PARKING  DEMAND 


BY  YEAR 

PERCENT 

CUMULATIVE 

PARKERS  PERCENT 

1975 

10,330 

66% 

10,330 

66% 

1976 

3,499 

23% 

13,829 

89% 

1977 

1,230 

8% 

15,059 

97% 

1978 

373 

3% 

15,432 

100% 

TOTAL 

15,432 

100% 

The 

extent  to 

which  the 

total  parking 

demand. 

projected,  can  be  accommodated  by  existing  and  presently 
planned  on-street  and  off-street  parking  spaces  will  be 
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discussed  in  detail  in  the  next  section  of  the  report. 

At  this  juncture,  it  would  be  more  appropriate  to 
complete  the  primary  demand  portion  of  our  presentat- 
tion  by  analyzing  and  projecting  the  evening  aspect 
of  primary  market  area  parking  demand. 

EVENING  PARKING  DEMAND 

In  their  February  1970  report  on  the  "Economic 
Performance  of  Public  Facilities  in  Yerba  Buena  Center" 
prepared  for  the  San  Francisco  Redevelopment  Agency  by 
Economic  Research  Associates  of  Los  Angeles,  a compre- 
hensive analysis  was  made  as  to  the  potential  utiliza- 
tion and  economic  performance  of  the  Convention-Exhibit 
complex,  the  Sports  Arena,  and  the  2,200  seat  Theater 
which  will  make  up  the  public  facilities  portion  of  the 
development.  Their  conclusions  as  to  anticipated  utili- 
zation of  the  facilities  can  be  summarized  as  follows: 

1)  For  the  Convention-Exhibit  complex,  E.R.A. 
projected  74  convention  and  consumer  show  use 
days  and  an  annual  attendance  of  377,500  persons. 

2)  For  the  14,000  seat  Sports  Arena,  the  number 

of  days  during  which  the  arena  will  be  used  for 
basketball,  ice  hockey,  boxing,  wrestling. 
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roller  derby  and  ice  shows  is  estimated  as 
185  with  a projected  annual  attendance  of 
1,342,500  persons. 

3)  The  number  of  use-days  and  anticipated 
attendance  for  the  2,200  seat  Theater  is 
projected  at  332  days  and  762,400  persons. 

4)  Combined  attendance  for  the  three  public 
facilities  is  thus  projected  by  E.R.A.  at 
2,500,000  attendees  per  year. 

5)  With  respect  to  the  generation  of  parking 
patronage,  the  E.R.A.  projections  assumed: 

a)  that  75  percent  of  those  attending  would 
arrive  by  private  automobile,  and 

b)  that  the  average  party  size  would  be  3.0 
persons  per  vehicle,  and 

c)  finally,  that  the  great  majority  of  exhibit 
hall,  sports  arena  and  theatrical  events 
would  be  held  in  the  evening  and  would, 
therefore,  supplement  rather  than  be  in  con- 
flict with  the  normal  daytime  parking  demand 
expected  to  be  generated  by  the  remainder  of 
the  project  area  developments. 
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On  the  basis  of  the  foregoing,  E.R.A.  concluded 
that  the  anticipated  utilization  of  the  three  public 
facilities  would  generate  an  annual  volume  of  630,000 
parkers  for  the  Central  Blocks  Garages. 

In  view  of  the  extensive  study  and  investigation 
which  Economic  Research  Associates  have  apparently  in- 
vested in  its  evaluation  of  the  utilization  and  economic 
performance  of  the  public  facilities,  we  would  have  no 
basis  to  question  the  accuracy  of  their  event  attendance 
projections.  We  would  also  accept,  as  being  a reason- 
able estimate,  the  use  of  a 75  percent  factor  in  project- 
ing the  number  of  event  attendees  who  will  come  by 
private  as  opposed  to  public  transportation.  This 
judgment  is  in  turn  supported  by  the  DPATS  conclusions 
which  found  that  "for  shopping  and  personal  trips,  75.3 
percent  of  those  interviewed  expressed  a strong  prefer- 
ence for  the  automobile." 

While  the  3.0  persons  per  car  occupancy  factor 
which  E.R.A.  used  in  its  computations  is  somewhat 
higher  than  the  general  overall  average  of  1.4  estab- 
lished by  the  DPATS  inquiry,  we  would  agree  that  for 
evening  event-type  activities  the  average  vehicle  party 
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would  be  somewhat  in  excess  of  the  DPATS  1.4  general 
vehicle  trip  average.  The  E.R.A.  figure  may  prove  to 
be  somewhat  conservative  but  for  that  reason  should  be 
allowed  to  stand  in  the  preparation  of  parking  demand 
projections . 

We  note  that  E.R.A.  did  not  make  any  allowance 
in  its  vehicle  generation  projections,  first  for  the 
number  of  motorist  attendees  who  might  choose  to  park 
either  at  the  curb  or  in  nearby  competitive  off-street 
parking  facilities,  and  secondly  for  the  number  of 
attendees  coming  by  private  vehicle  who  may  use  taxi 
cabs  rather  than  private  automobiles.  In  the  latter 
connection,  recent  San  Francisco  traffic  and  transporta- 
tion studies  indicate  that  taxi  cabs  will  account  for 
approximately  2.3  percent  of  the  total  non-transit 
vehicular  movement.  We,  therefore,  feel  that  the 
E.R.A.  vehicle  generation  estimate  should  be  reduced  by 
the  amount  above  plus  an  additional  7.7  percent  which, 
in  our  opinion,  would  be  a reasonable  estimate  of  the 
number  of  event  attendees  who  may  park  their  vehicles 
in  areas  other  than  in  the  Yerba  Buena  Center  Garage. 
With  the  total  adjustments  which  we  have  suggested,  the 
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estimate  of  parking  patronage  emanating  from  Public 
Facilities  events  and  attractions  would  be  reduced  to 
567,000  vehicles  per  year. 

SECONDARY  AREA  PARKING  DEMAND 

The  area  of  secondary  parking  demand  for  the  Yerba 
Buena  parking  facilities  has  been  defined  as  all  of 
that  area  North,  South,  West  and  East  of  the  Central 
Blocks  which  lies  within  a walking  distance  of  1,200 
feet.  The  relationship  of  the  rates  which  are  charged 
to  a motorist's  willingness  to  walk  is  a critical 
factor,  for  which  reason  the  maximum  walking  distance 
will  be  purely  hypothetical  until  such  time  as  the 
actual  parking  fees  are  officially  established.  In 
view  of  the  current  high  costs  of  construction,  finan- 
cing and  operation,  it  may  very  well  be  impossible  to 
establish  parking  rates  as  low  as  those  of  other  city 
sponsored  garages  such  as  5th  and  Mission;  Sutter- 
Stockton;  Civic  Center  Plaza;  and  Portsmouth  Square. 

In  this  event,  the  maximum  walking  distance  will  be 
sharply  reduced. 

In  our  previous  discussion  of  the  secondary  parking 
market  demand,  we  expressed  the  opinion  that  the  major 
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portion  of  such  demand  would  be  generated  in  those 
areas  to  the  north  and  northwest  of  the  Central  Blocks 
and,  to  a large  extent,  discounted  the  influence  of 
those  developments  which  lie  to  the  west.  The  only 
exceptions  to  this  generalization  are,  of  course,  the 
Agency  Disposition  and  Owner  Participation  portions  of 
blocks  3724,  3733  and  3752  which  front  on  or  are  in  close 
proximity  to  Fourth  Street.  The  Agency  Disposition 
projects  have  been  included  in  our  projection  of  pri- 
mary demand,  while  the  Owner  Participation  parcels, 
being  already  in  existence,  are  accounted  for  in  the 
1965  and  1975  DPATS  parking  demand  projections  which 
data  we  refer  to  and  include  as  a part  of  our  own  park- 
ing demand  summarization. 

The  Agency  Disposition  and  Owner  Participation 
properties  to  the  South  and  East  have  been  similarly 
accounted  for.  We  have  also  included,  in  our  projection 
of  primary  market  area  parking  demand,  an  estimate  of 
the  demand  for,  as  well  as  the  supply  of,  parking  spaces 
which  will  be  contributed  by  the  new  private  develop- 
ments which  have  been  and  are  being  constructed  directly 
to  the  East  of  the  Central  Blocks  in  the  area  which  is 
bounded  by  Second,  Third,  Howard  and  Folsom  Streets. 
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These  developments  are  either  within  or  are  immediately 
contiguous  to  the  Project  Area. 

As  can  be  seen  by  referring  to  our  Parking  Demand 
Market  Area  Map  on  page  15  of  Section  III,  the  remainder 
of  the  secondary  demand  area,  as  originally  delineated, 
would  consist  of  the  two  south  of  Market  Street  blocks 
west  of  Second  Street  between  Howard  and  Market  and  all 
of  the  blocks  to  the  north  of  Market  Street  which  are 
within  the  bounds  of  the  overall  market  area. 

So  as  to  more  graphically  portray  the  potential 
parking  patronage  which  these  portions  of  downtown  are 
capable  of  generating,  we  have  prepared  a modification 
of  our  parking  demand  market  area  map  (Plate  No.  Nine) 
on  which  we  have  superimposed,  over  each  street  inter- 
section point,  a figure  which  indicates  the  status  of 
parking  space  availability  in  that  immediate  area. 

The  number  shows,  in  terms  of  daily  vehicle  usage, 
either  a space  surplus  or  a space  deficiency  whichever 
is  appropriate.  The  calculations  have  been  made  by 
comparing  the  total  supply  of  space  (on-street  and  off- 
street)  with  the  persons'  destinations,  (demand)  data. 
The  latter  information  has  been  developed  through  the 
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BRYANT  STREET 


LEGEND 

■ ■ Y.B.C.  Project  Area  D-1 
H Parking  Demand  Market  Area 
P~|  Central  Blocks 
ill  Agency  Disposition  Parcel 
I I Owner  Participation  Parcel 
Off-Street  Parking  - Public 
^ Off-Street  Parking- Private 


Off-Stre«t  Garages/ Lots 
Capacity 

Demand  In  Excess  Of  Supply 
Supply  In  Excess  Of  Demand 
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medium  of  comprehensive  field  studies  and  interviews. 

The  surplus  and  deficiency  figures  which  are  shown  on 
Plate  Nine  were  compiled  by  the  DPATS  staff  in  the 
preparation  of  their  report  and  relate  specifically  to 
a projection  of  the  on-street  and  off-street  parking 
supply  and  demand  conditions  which  DPATS  anticipated 
would  prevail  in  the  year  1975  in  certain  selected 
portions  of  the  downtown  area. 

For  easier  comprehension,  we  have  shown  the 
Vehicle  Space  Deficiencies  in  red  and  the  Surpluses  in 
black.  As  one  views  the  map,  the  areas  of  parking 
space  deficiency  quickly  become  apparent.  With  partic- 
ular regard  to  those  blocks  north  of  Market  Street, 
within  our  secondary  parking  demand  area,  it  is  interest- 
ing to  note  that  13  out  of  the  17  intersections  cal- 
culated show  a parking  space  shortage.  Only  four  show 
a surplus. 

Our  Table  No.  Seven  lists  the  intersections  by 
DPATS  reference  numbers,  details  the  amount  of  the 
surplus  or  shortage  and  totals  each  category.  According 
to  the  DPATS  projections,  which  have  been  summarized  in 
the  table,  by  1975  there  will  be  a net  shortage  of  6,553 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  SEVEN 

SECONDARY  PARKING  DEMAND  MARKET  AREA 
(North  of  Market  Street  Portion) 


DPATS 


REF. 

INTERSECTION 

PARKING 

SPACE* 

NO. 

LOCATION 

SURPLUS 

DEFICIENCY 

227 

Powell  and  Market 

957 

217 

Powell  and  Ellis 

28 

218 

Powell  and  O' Farrell 

360 

219 

Powell  and  Geary 

381 

229 

Stockton  and  Market 

84 

230 

Stockton  and  O' Farrell 

933 

231 

Stockton  and  Geary 

75 

232 

Stockton  and  Post 

588 

239 

Grant  and  Market 

437 

240 

Grant  and  Geary 

395 

241 

Grant  and  Post 

79 

242 

Grant  and  Sutter 

237 

248 

Kearny  and  Market 

544 

249 

Kearny  and  Post 

388 

250 

Kearny  and  Sutter 

292 

414 

Montgomery  and  Post 

772 

415 

Montgomery  and  Sutter 

— 

1,  387 

Total  Demand 

7,245 

Total  Supply 

692 

692 

Excess  of  Demand  Over  Supply  6,553 

(vehicles  per  day) 


*Data  Source:  1966  San  Francisco  Downtown 
Parking  and  Traffic  Survey 

Frank  E.  Carroll  Co. 
Parking  Consultants 


IV  - 23 


daily  vehicle  space  uses  per  day  in  the  subject  area. 


In  the  two  south  of  Market  blocks  on  Second 
between  Howard  and  Market  Streets, on  the  easterly  peri- 
meter of  the  demand  area,  the  DPATS  estimates  indicate 
parking  deficiencies  of  599  vehicles  per  day  at  Mission 
and  Second  and  899  at  Market  and  Second.  To  the  west 
of  the  Redevelopment  Project  Area,  the  Fifth  Street 
intersections  form  the  western  limits  of  the  demand 
area.  In  this  portion,  while  the  Fifth  and  Market 
intersection  shows  a large  1512  vehicle  space  deficiency, 
this  is  more  than  offset  by  the  2,772  space  surplus 
shown  for  the  intersection  at  Fifth  and  Mission.  The 
Fifth  and  Folsom  intersection  shows  a small  surplus  of 
36  vehicle  spaces  per  day  while  those  at  Fifth  and 
Howard  and  Fifth  and  Harrison  show  shortages  totaling 
respectively  24  and  188.  In  view  of  the  large  number 
of  off-street  parking  spaces  concentrated  in  this  area 
(2,854)  coupled  with  the  lack  of  building  uses  which 
could  be  classified  as  strong  generators  of  parking 
demand,  we  do  not  anticipate  that  this  portion  of  the 
demand  area  will  make  any  appreciable  contribution  to 
the  patronage  of  Yerba  Buena  parking  facilities. 
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The  proximity  of  the  Fifth  and  Mission  Garage  to 


the  Central  Blocks  unquestionably  places  this  facility 
direct].y  in  competition  with  the  Yerba  Buena  Garages. 

The  low  rates  which  the  Fifth  and  Mission  Garage  charges 
do  attract  patronage  from  a wide  area;  but  with  parking 
space  being  in  critically  short  supply  throughout  most 
of  downtown  and  in  view  of  the  very  strong  demand  that 
we  have  indicated  can  be  expected  to  be  generated  by 
Yerba  Buena  Project  Area  developments,  we  would  consider 
such  competition  inconsequential. 

The  Fifth  and  Mission  Garage  may  achieve  a full 
status  earlier  in  the  day  than  other  competing  parking 
facilities,  but  this  one  garage  cannot  be  said  to  have 
sufficient  capacity  to  satisfy  the  parking  needs  of  the 
overall  demand  area. 

Our  evaluation,  therefore,  as  to  the  major 
secondary  parking  demand  which  could  be  generated  for 
Yerba  Buena  facilities  can  be  summarized  as  follows: 


SUMMARY 

SECONDARY  MARKET  AREA  PARKING  DEMAND 


AREA 


PARKING  DEMAND 


North  of  Market  Street 


6,553  vehicles  per  day 


South  of  Market  Street 


1 , 499  vehicles  per  day 


Total  Parking  Demand 


8,052  vehicles  per  day 
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This  does  not  mean,  however,  that  motorists  from 


other  than  the  areas  which  we  have  noted  will  not  park 
in  the  Yerba  Buena  Garages.  The  great  shortage  and 
very  high  cost  of  parking  space  in  the  financial 
district,  for  illustration,  could  make  the  Redevelopment 
Area  parking  facilities  attractive  to  many  from  this 
area;  but  the  bulk  of  the  patronage  and  possibly  all 
that  the  capacity  of  the  garages  could  efficiently 
absorb  will  come  from  the  shorter  walking  distances. 

TOTAL  DAYTIME  PARKING  DEMAND 

The  15,432-vehicle  per  day  Primary  Area  parking 
demand  generated  by  the  Project  Area  D-1  developments 
together  with  the  vehicles  of  the  8,052  individuals 
normally  unable  to  satisfy  their  parking  needs  in 
the  Secondary  Areas  will  constitute  the  principal 
reservoir  of  demand  from  which  the  Yerba  Buena  parking 
facilities  will  draw  their  daytime  parking  patronage. 

The  extent  to  which  the  Yerba  Buena  facilities 
will  be  able  to  accommodate  the  needs  of  23,484  poten- 
tial daily  parking  customers  will  depend  not  only  upon 
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the  number  of  parking  spaces  within  the  Project  Area, 
but  will  also  be  influenced  to  a very  great  extent  by 
the  policies  and  rate  structures  that  are  established 
for  the  operation  of  the  off-street  Yerba  Buena  park- 
ing facilities,  which  account  for  almost  90  percent 
of  the  demand  area's  total  parking  supply. 

Table  No.  Eight  shows  the  sources  of  parking 
supply  within  the  demand  area.  In  making  up  the  space- 
supply  inventory,  we  have  included  all  of  the  on-street 
and  off-street  parking  spaces  which  we  anticipate  will 
be  in  existence  in  the  area  upon  the  completion  of 
Redevelopment.  The  boundaries  we  have  chosen  for  our 
inventory  are  Market  Street  on  the  North;  Second  Street 
on  the  East;  Harrison  Street  on  the  South;  and  Fourth 
Street  on  the  West,  including  beyond  that  point  (Fourth 
Street)  only  those  spaces  which  are  identified  with 
Agency  Disposal  or  Owner  Participation  parcels. 

For  each  of  the  categories  of  parking  space  supply, 
we  have  applied  a usage  or  turnover  factor  so  as  to 
estimate  the  total  number  of  vehicles  which  that 
facility  can  be  expected  to  accommodate  during  the 
course  of  a business  day. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  EIGHT 

PARKING  SPACE  SUPPLY  AND  DAILY  VEHICLE  USAGE 
PROJECT  AREA  D-1  AND  ADJACENT  PARKING  FACILITIES 


TURNOVER 

VEHICLE  USAGE 

CATEGORY 

CAPACITY 

FACTOR 

PER  DAY 

Off-Street  Spaces 


Yerba  Buena  Center  Garages 

East  Garage 

2,000  cars 

2.00 

4,000 

West  Garage 

2,000  " 

2.00 

4,000 

Agency  Disposal  Parcels 

1,317  " 

1.25 

1, 646 

Private  Developments 

321  " 

1.25 

401 

Hearst  Building  Garage* 

275  " 

2.50 

687 

Parking  Under  Freeway 

678  " 

1.00 

678 

Off-Street  Total 

6, 591  cars 

11,412 

On-Street  Spaces 

Metered  and  Non-metered 

613  cars 

4.00 

2.452 

TOTAL  SPACES 

7,204 

TOTAL  VEHICLE  USES  PER  DAY 


*Allocated  1/3  total  capacity  to 
Project  Area  D-1  Yerba  Buena 
Demand  Area. 


Frank  E.  Carroll  Co. 
Parking  Consultants 
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For  the  on-street  spaces,  the  factor  is  more  or 


less  fixed  by  the  time  limit  allowed  and  the  degree 
of  enforcement.  For  the  off-street  facilities,  the 
operating  and  price  policies  which  are  established 
will,  to  a large  extent,  determine  the  total  number  of 
vehicles  which  can  be  accommodated  each  day. 

If,  as  is  usually  true  in  an  office  building,  it 
is  the  policy  to  give  first  preference  to  those  employed 
on  the  premises,  there  will  be  a preponderance  of  all 
day  or  monthly  vehicles  occupying  spaces  on  a long-time 
basis.  Under  these  conditions,  the  overall  turnover 
factor  and  the  total  number  of  vehicles  accommodated 
each  day  will  be  quite  low.  The  turnover  of  space 
under  such  conditions  might  range  from  as  low  as  1.1 
to  1.5  or  possibly  a little  higher  dependent  upon  the 
size  of  the  garage. 

In  publicly  operated  facilities  where  policy  is 
not  controlled  by  outside  factors  and  where  the 
object  is  to  accommodate  the  greatest  number  of 
vehicles,  the  long  time  or  monthly  type  parker  will 
not  be  catered  to  in  large  numbers.  Space  will  be 
kept  open  to  satisfy  the  needs  of  the  short  term 
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parkers;  and  given  a rate  structure  which  is  competitive, 
and  preferably  on  the  moderate  side,  the  turnover  could 
be  substantially  higher  ranging  from  two  to  four  or 
more  times  per  parking  space  per  day. 

The  turnover  factor  of  2.0  which  we  have  tentatively 
applied  to  the  capacity  of  the  Central  Blocks  Garages 
we  believe  is  conservative  while  at  the  same  time  being 
realistic.  The  factor  is  higher  than  the  factors  of 
1.1  and  1.4  that  were  used  in  the  DPATS  report  for 
computing  the  total  supply  of  vehicle  uses  per  day  which 
would  be  provided  with  the  construction  of  the  two  garages 
in  the  Redevelopment  Area.  It  is  somewhat  lower  than  the 
2.8  turnover  ratio  shown  for  the  Fifth  and  Mission  garage 
and  lower  than  the  4.0  time  turnover  of  Portsmouth  Square. 
By  way  of  explanation,  the  Fifth  and  Mission  Garage  per- 
mits only  200  monthly  parkers  out  of  its  total  capacity 
of  1,472  cars  for  which  reason  its  turnover  ratio  is 
not  significantly  affected  by  the  low  number  of  all  day 
space  occupants.  While  the  Portsmouth  Square  Garage  has 
a higher  percentage  of  monthly  parkers  (37%)  than  Fifth 
and  Mission  (13.6%),  the  high  Portsmouth  Square  turnover 
is  due  to  the  large  volume  of  evening  business  that  it 
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enjoys  by  virtue  of  its  being  situated  in  close  proxi- 
mity to  a large  number  of  restaurants  and  entertainment 
activities . 

For  the  parking  facilities  scheduled  to  be 
developed  in  conjunction  with  the  Agency  Disposition 
parcels  (1,317  spaces)  as  well  as  for  those  which  are 
being  provided  by  the  remainder  of  the  privately  financed 
commercial  developments  (321  spaces),  in  or  immediately 
adjacent  to  the  project  area,  we  have  applied  a factor 
of  1.25.  The  actual  rate  could  prove  to  be  higher  or 
lower,  dependent  again  upon  the  policy  established  by 
the  owners. 

We  have  also  included  in  our  projection  an  adjust- 
ment for  the  new  825  car  Hearst  garage  located  on  Third 
Street  near  Market.  In  view  of  the  fairly  high  rate 
structure  which  has  been  established,  75<:  for  the  first 
hour  and  50<:  for  each  hour  thereafter,  we  believe  that 
this  garage  was  designed  primarily  to  cater  to  financial 
and  shopping  district  short-term  parkers.  For  this 
reason,  the  total  daily  vehicular  capacity  of  this  facility 
cannot  be  considered  wholly  as  a part  of  the  Yerba 
Buena  Supply.  It  will,  however,  contribute  to  the 
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project  area  supply,  for  which  reason  we  have  allocated 
one-third  of  its  capacity  or  275  spaces  to  our  inventory. 
In  computing  the  total  vehicle  uses  per  day  that  the 
275  spaces  will  accommodate,  we  have  used  a factor  of 

2.5. 

For  the  678  spaces  under  the  freeway,  which  because 
of  their  remoteness  and  lack  of  improvements  will  gener- 
ate little  if  any  turnover,  we  have  used  a factor  of 
1.0.  For  the  legal  on-street  spaces,  numbering  approxi- 
mately 613,  consisting  of  metered  and  non-metered 
40  minute,  one  and  two  hour  and  unlimited  time  spaces, 
we  have  used  an  average  turnover  factor  of  4.0.  This  is 
a representative  average  but  could  prove  to  be  high  or 
low  dependent  upon  the  level  of  enforcement  which  the 
city  decides  to  adopt. 

From  the  foregoing  analysis  and  discussion  of  park- 
ing space  supply,  demand  and  usage,  it  would  appear 
that  virtually  all  of  the  primary  demand  area  parking 
supply  will  be  required  to  satisfy  the  needs  of  that 
particular  area.  In  Table  No.  Nine  wherein  we  have 
summarized  the  supply  and  demand  estimates  for  both  the 
primary  and  the  secondary  demand  areas,  the  figures 
indicate: 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  NINE 
PARKING  SUPPLY  AND  DEMAND 
PRIMARY  AND  SECONDARY  DEMAND  AREAS 
YERBA  BUENA  PARKING  FACILITIES 


DEMAND 


VEHICULAR  USES  PER  DAY 


Primary  Area 

(Table  No.  Six,  Section  IV, 

Page  10)  15,432  vehicles  per  day 

Secondary  Area* 

(Summary,  Page  25, 

Section  IV)  8,052 

TOTAL  DEMAND  23,484  vehicles  per  day 


SUPPLY 

Yerba  Buena  Supply  Area 
(Table  No.  Eight, 

Section  IV,  page  28)  13 , 864  vehicles  per  day 

PARKING  SPACE  DEFICIENCY  9,620  vehicles  per  day 
(Overall  Demand  Area) 

PARKING  SPACE  DEFICIENCY  1,568  vehicles  per  day 
(Primary  Area  Only) 


*1975  Deficiencies  as  shown  by 
DPATS  Statistical  Data 
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1)  That  the  13,864  vehicle  per  day  supply  which  is 
presently  anticipated  to  be  provided  within  the 
primary  area  will  fall  9,620  vehicles  per  day 
short  of  satisfying  the  demand  of  the  combined 
areas . 

2)  That  even  for  the  primary  area  alone  there  will 
still  remain  a deficiency  of  1,568  vehicular 
spaces  per  day  after  all  of  the  proposed  new 
facilities  and  developments  are  completed. 

Our  Plate  No.  Ten  shows  in  color  the  parking  surplus 
and/or  deficiency  conditions  that  we  estimate  will  pre- 
vail following  the  completion  of  the  entire  presently 
conceived  Yerba  Buena  Project  Area  D-1  Redevelopment 
Plan.  In  our  revision  of  the  DPATS  estimates,  as  well  as 
in  the  application  of  our  increases  or  decreases  in  supply 
and  demand,  appropriate  allowances  have  been  made  for 
anticipated  vehicular  expansion,  BART  diversion  and  the 
trip  generation  which  is  expected  after  the  completion 
of  BART.  Our  adjustments  were  made  by  using  the  same 
formulas  as  were  used  by  the  DPATS  staff  in  the  prepara- 
tion of  their  estimate  of  the  parking  space  surplus  and/ 
or  deficiency  conditions  which  they  believed  would  prevail 
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Off-Street  Parking  - Private 
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Demand  In  Excess  Of  Supply 
Supply  In  Excess  Of  Demond 
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in  downtown  San  Francisco  in  1975,  ten  years  after  the 
study  was  completed. 

The  plate  very  graphically  shows  that  a substantial 
parking  space  deficiency  will  exist  throughout  the  major 
portion  of  the  demand  area  despite  the  construction  of  the 
two  large  Central  Block  Garages.  Out  of  35  intersection 
counts  noted,  all  but  8 show  vehicle  use  deficiencies. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 

SECTION  V 

CONCLUSIONS  AND  RECOMMENDATIONS 

TRANSIENT  AND  MONTHLY  PARKING  ALLOCATIONS 

The  calculations  made  in  Table  Eight  on  page  IV-28 
with  respect  to  the  daily  vehicular  capacities  of  Yerba 
Buena  Project  Area  off-street  parking  facilities  are 
based  on  certain  assumptions  as  to  the  operating  poli- 
cies which  the  owners  or  management  of  those  facilities 
will  establish.  We  assumed  that  the  management,  both 
of  the  public  as  well  as  the  private  facilities,  would 
establish  policies  which  would  cater  both  to  transient 
as  well  as  to  monthly  parking  customers.  We  assumed 
also  that  the  balance  between  the  two  would  be  kept  in 
approximately  the  same  ratio  as  that  which  the  DPATS 
report  had  suggested  would  be  required  to  accommodate  all 
categories  of  parkers  whose  combined  needs  create  the 
demand  for  parking  space.  Without  going  into  all  of 
the  categories,  the  study  showed  that  "workers  represent 
35  percent  of  the  parking  demand,  business  trips  33  per- 
cent, shoppers  9 percent"  with  a variety  of  miscellan- 
eous categories  making  up  the  remaining  23  percent.  In 
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actual  practice  all  of  the  foregoing,  with  the  exception 
of  the  work  trip  category,  could  be  placed  into  one  group, 
the  transient  or  the  short-term  parker,  as  contrasted  with 
that  of  the  long-term,  all  day  or  monthly  parker.  The 
latter  group  is,  of  course,  the  one  in  which  the  worker 
category  is  the  largest  contributing  member. 

Using  the  vehicular  trip  generation  factors,  we  have 
prepared  Table  No.  Ten  which  shows  the  number  of  monthly 
and  transient  customers  for  whom  accommodations  should  be 
provided  if  management  policies  as  to  the  usage  allowed 
and  allocation  of  spaces  are  to  be  established  for  the 
various  facilities  in  accordance  with  the  DPATS  findings. 

The  allocation  of  parking  spaces  for  the  facilities 
which  we  have  shown  in  Table  No.  Ten  may  not  actually  be 
the  same  as  those  which  will  be  instituted  by  their 
management  or  policy  makers.  Decisions  may  be  made,  for 
illustration,  that  the  best  interests  of  the  developer 
requires  emphasis  on  the  satisfaction  of  only  one  seg- 
ment of  the  overall  need.  Financial  considerations,  such 
as  obtaining  maximum  revenues  for  the  meeting  of  opera- 
ting costs  and  debt  service  payments,  may  also  require 
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TABLE  NO.  TEN 

LONG  TERM  (MONTHLY)  AND  SHORT  TERM  (TRANSIENT) 
PROJECTED  PARKING  SPACE  USAGE  PATTERN 
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the  facility  to  cater  mainly  to  those  categories  of 
parking  space  users  who  produce  the  maximum  revenue 
per  car  space  per  day  and  per  year. 

In  the  preparation  of  the  table,  4,194  or  30  percent 
of  the  total  daily  vehicular  use  supply  is  allocated  to 
long-term  parkers  and  9,670  to  short-term.  Allocations 
vary  slightly  from  the  DPATS  ratios,  but  this  is  due  to 
the  fact  that  it  is  not  possible  to  control  allocation 
of  on-street,  Hearst  Garage  or  under  the  freeway  spaces. 

Of  the  2,047  daily  vehicular  uses  shown  for  the 
combined  Agency  Disposition  and  other  private  non-agency 
related  developments,  716  of  the  vehicle  uses  were  allo- 
cated to  long-term  and  1,330  to  short-term.  The  long- 
term, as  monthly  customers,  would  require  space  on  a 
guaranteed  basis  for  which  reason  716  spaces  will  be  re- 
quired to  satisfy  their  needs.  With  durations  of  stay 
ranging  from  40  minutes  or  less  to  6 or  more  hours,  the 
1,330  short-term  needs  are  anticipated  to  be  satisfied 
through  the  multiple  use  of  the  remaining  922  spaces, 
on  a turnover  basis  approximating  1.4  vehicle  uses  per 
car  space  per  day. 

The  policies  and  rate  structures  established  by  the 
new  Hearst  Garage  are,  of  course,  beyond  the  control 
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of  any  Yerba  Buena  Project  entity.  We  have,  therefore, 
concluded  that  in  light  of  the  high  parking  fees  which 
will  be  charged  initially,  (75<:  for  the  first  hour,  and 
50<:  for  each  additional  hour)  , coupled  with  the  very 
strong  demand  which  will  be  placed  upon  its  capacity  by 
the  North  of  Market  Street  generators,  that  only  a 
relatively  small  portion  of  Yerba  Buena  demand  will  be 
satisfied  through  this  medium.  The  687  daily  space  uses 
which  we  have  estimated  as  being  supplied  by  the  Hearst 
garage  will  be  in  the  short-term  category. 

Also  beyond  Yerba  Buena  policy  control  are  the  613 
project  area  curb  spaces,  which  are  anticipated  to 
provide  2,452  short-term  vehicular  uses  per  day.  In 
the  same  category,  also,  are  the  678  spaces  under  the 
freeway  which  because  of  their  peripheral  location  and 
lack  of  improvements  will  most  likely  contribute  not 
more  than  678  daily  vehicle  uses,  all  of  the  long-term 
type. 

For  the  Central  Blocks  Garages,  while  we  have 
similarly  used  the  DPATS  space  allocation  factors  in 
the  preparation  of  the  table,  economic  necessity  will 
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probably  require  a change  in  these  tentative  allocations 


when  the  financial  aspects  of  the  garage  development  are 
resolved.  For  the  purposes  of  our  presentation,  however, 

35  percent,  or  2,800  of  the  estimated  8,000  daily  vehicular 
uses  are  placed  in  the  long-term  category.  While  daily 
vacancies  do  permit  some  degree  of  multiple  use,  it  would 
be  more  conservative  to  reserve  the  full  2,800  spaces  for 
this  specific  use.  The  remainder  are  thus  classified  as 
short-term  or  transient,  and  it  is  projected  that  these 
needs  can  be  satisfied  by  the  1,200  garage  spaces  which 
remain  after  the  2,800  space  long-term  use  allocation. 

The  4.3  turnover  of  spaces  (5,200  i 1,200)  which 
will  be  required  to  meet  the  estimated  volume  is  ack- 
nowledged to  be  slightly  higher  than  most  of  San 
Francisco's  other  municipally  sponsored  garages.  We 
do  believe,  however,  that  under  appropriate  management 
policies  and  operational  procedures,  such  a turnover 
of  transient  spaces  can  readily  be  achieved  during  an 
8 a.m.  to  6 p.m.  (10  hour)  operating  day. 

Our  reasoning  is  based  on  the  assumption  that  the 
East  Garage  which  is  located  in  closest  proximity  to 
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the  high  density,  low  parking  space  supply,  Market 
Street,  north  of  Market  and  Financial  District  sections 
of  the  city  will  be  utilized  primarily  for  short-term 
parkers.  There  is  no  reason  why  the  long-term  parkers, 
as  seems  to  be  supported  by  the  statistical  evidence, 
cannot  be  required  to  walk  slightly  longer  distances 
to  and  from  their  destinations.  Accordingly,  we  would 
assume  and  certainly  recommend  that  the  majority  of 
space  users  in  this  category  be  concentrated  in  the  West 
Garage . 

Our  conclusion  is  further  supported  by  the  fact 
that  in  a large  garage  there  is  always  a vacancy  factor 
insofar  as  monthly  parker  occupancy  is  concerned.  This 
vacancy  factor  ranges  from  10  to  20  percent  which  means 
that,  with  an  average  minimum  of  400  monthly  parkers  not 
making  use  of  their  parking  privilege  each  day,  these 
spaces  will  be  available  for  transient  usage.  The  avail- 
ability of  spaces  for  transient  parking  would,  therefore, 
be  increased  from  1,200  to  1,600;  and  the  required  turn- 
over ratio  would  thus  be  reduced  to  3.25  which  is  identi- 
cal with  the  current  3.25  transient  space  turnover  of  the 


nearby  Ellis  O' Farrell  Garage.  In  connection  with  the 
latter  garage,  it  should  be  noted  that  the  acknowledgedly 
poor  functional  layout  of  this  structure  is  one  which 
makes  high  usage  of  parking  spaces  extremely  difficult. 
Also  indicative  of  the  high  potential  turnover  capabil- 
ity of  this  nearby  Market,  Fourth,  Stockton,  Ellis 
Street  interesection  area  is  the  fact  that  the  two 
parking  lots  which  occupied  the  site  prior  to  the  con- 
struction of  the  garage  produced  a space  turnover  of 
5 to  6 times  on  an  average  day. 

We  had  assumed  in  our  projections  that  because  of 
the  integration  within  the  Central  Blocks  complex  of  a 
substantial  amount  of  commercial  and  other  square  footage 
along  with  the  garages,  that  management's  policy  would 
be  to  provide  the  DPATS  ratio  of  needed  long-term 
spaces.  The  revenue  produced  by  this  type  of  parker, 
however,  is  substantially  less  per  car  space,  per  year 
than  that  which  is  produced  by  the  transient  category. 

If  maximum  revenue  becomes  mandatory  in  order  to 
satisfy  operational  and  financing  obligations,  then  a 
different  policy  of  permitted  space  utilization  would 
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have  to  be  established.  The  consequence  will  either  be 
a substantial  increase  in  the  monthly  and  all  day  parking 
charges  or  an  equally  substantial  reduction  in  the  number 
of  spaces  made  available  for  such  use.  Emphasis  would 
thus  have  to  be  placed  on  policies  which  would  make  more 
parking  space  available  for  the  transient  rather  than 
for  the  all-day  parker  in  order  to  obtain  the  added 
revenue  needed  to  establish  feasibility. 

PARKING  RATES 

The  parking  rate  structure  which  is  established  for 
a private  facility  is  one  which  must  be  sufficient  to 
produce  a return  that  will  not  only  pay  the  costs  of 
doing  business  and  amortizing  the  investment  but  at  the 
same  time  will  adequately  compensate  the  developer  for 
his  investment  and  the  assumption  of  risk.  In  a publicly 
financed  garage,  the  profit  motive  is  eliminated;  hence 
we  only  have  to  look  to  operating  costs  and  the  debt 
service  or  mortgage  requirement  in  order  first,  to 
determine  the  amount  which  will  be  required  to  satisfy 
those  obligations;  and  secondly,  to  then  select  the 
parking  rates  and  operating  policies  which  will  achieve 
the  desired  objective. 


V - 9 


a)  Debt  Service  Requirements 


Economic  Research  Associates  in  their  evaluation 
of  the  "Economic  Performance  and  Utilization  of 
Public  Facilities  in  Yerba  Buena"  estimated  that 
the  capital  investment  required  to  construct  the 
two  2,000  car  parking  garages  would  approximate 
$24,127,000.  Three  possible  methods  of  financing 
were  outlined  including  (i)  General  Obligation 
Bonds;  (ii)  Lease  Revenue  Bonds;  and  (iii) 

Parking  Revenue  or  Non-Profit  Corporation  Bonds. 

The  annual  Debt  Service  Requirements  for  these 
bonds  were  $1,918,000;  $2,042,000  and  $2,248,000 
per  year  respectively, 
b)  Operational  Expenses 

Up  until  the  time  that  the  design  of  the  parking 
structure  and  its  functional  layout  are  definitely 
established,  it  would  not  be  possible  to  prepare 
a completely  accurate  projection  of  annual  opera- 
ting costs.  All  that  is  possible  under  such  cir- 
cumstances is  to  research  the  operation  of 
comparable  facilities  and  use  their  experience 
as  a guideline  in  preparing  an  estimate.  In 
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developing  such  an  estimate  for  the  operation 


of  the  Yerba  Buena  Garages,  we  have  referred  to 
the  Annual  Report  on  "Automobile  Parking 
Facilities"  as  prepared  by  the  Office  of  the 
Controller  of  the  City  and  County  of  San  Francisco. 
The  report  covers  the  operation  of  all  of  the 
city  controlled  parking  facilities  and  presents 
a detailed  statement  as  to  the  annual  income, 
operating  expenses  and  the  number  of  cars  parked 
for  each.  Our  reference  is  the  latest  report 
which  is  dated  September  26,  1969,  and  covers 
the  fiscal  year  ending  April  30,  1969. 

From  the  Controller's  information,  we  have  prepared 
a Table (No.  Eleven)  in  which  we  have  itemized  the  annual 
operating  expenses  of  five  of  the  city's  major  garages. 
Included  are  the  Fifth  and  Mission;  the  Sutter  and 
Stockton;  the  Civic  Center;  the  Portsmouth  Square;  and 
the  Ellis  O' Farrell  garage. 

Our  table,  in  addition  to  showing  the  operating 
expenses  for  the  garages,  also  shows  the  number  of 
parking  spaces  for  each.  From  this  data,  we  have 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  ELEVEN 

CITY  OF  SAN  FRANCISCO  NON-PROFIT  CORPORATION  GARAGES* 
OPERATIONAL  DATA 


Garage 

Fifth  and  Mission 
Civic  Center  Plaza 
Sutter  Stockton 
Portsmouth  Square 
Ellis  O'Farrell 
Totals 


Total 

Spaces 

Annual 

Operating 

Expenses 

1,472 

$ 353,200 

840 

135,200 

870 

282,500 

504 

203,950 

760 

356.850 

4,446 

$1, 331, 700 

Annual 

Average 

Cost 

Per  Space 

Annual 

Service 

Revenues 

(Net) 

$240 

$ 42,888 

161 

15, 880 

325 

40,412 

405 

38, 592 

469 

69.420 

$207,092 


$299 

$ 46 


Overall  Average 
(per  space) 

Overall  Average  Sales  Revenue 
(per  space  per  year) 


*Source:  Annual  Report  on  "Automobile 

Parking  Facilities"  as  prepared  by  the 
Office  of  the  Controller,  City  and  County 
of  San  Francisco,  Fiscal  Year  Ending 
April  30,  1969. 


Frank  E.  Carroll  Co. 
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calculated  the  cost  per  car  space  per  year  for  each 
as  well  as  the  average  cost  of  the  total  number  of 
parking  spaces  represented.  Annual  costs  of  operation 
per  space  range  from  as  low  as  $161.00  per  year  for 
the  840  car  Civic  Center  garage  to  a high  of  $469  for 
the  Ellis  O' Farrell  facility.  The  overall  average  is 
$299  per  car  space  per  year. 

The  Ellis  O' Farrell  garage,  it  should  be  noted, 
has  a very  high  operational  cost  due  to  its  difficult 
functional  layout  which  necessitates  an  excessive  amount 
of  manpower  in  its  operation.  The  annual  operating 
costs  for  the  Portsmouth  Square  garage  $405  per  space  per 
year  are  not  truly  excessive  when  one  considers  that  this 
garage,  because  of  evening  and  holiday  activity,  requires 
a full  complement  of  employees  365  days  each  year  as 
compared  with  the  other  City  garages  which  are  either 
closed  on  Sundays  or  operate  with  minimal  manpower. 

In  view  of  the  foregoing,  we  feel  that  it  would 
be  conservative  to  use  the  overall  average  of  $299 
per  car  space  in  estimating  annual  operating  costs  for 
the  4,000  car  Yerba  Buena  Garage.  Rounding  out  the 
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figure  to  $300,  the  annual  operating  cost  for  the 
garages  is  estimated  at  $1,200,000  per  year. 

In  Table  No.  Twelve,  we  have  combined  the  Annual 
Debt  Service  Requirements  with  the  Annual  Operating 
Expenses  to  show  the  total  amount  which  the  garages 
must  produce  in  order  to  prove  that  they  are  economi- 
cally feasible. 

We  have  also  shown  the  annual  cost  as  it  would 
be  related  to  each  car  space,  the  purpose  being  to 
indicate  that  this  is  the  amount  which  the  average 
space  must  produce  if  the  project  is  to  maintain  sol- 
vency and  not  require  a subsidy  from  some  other  source. 
For  the  three  alternates,  the  annual  requirement  per 
car  space  ranges  from  $780  per  year  under  General 
Obligation  Bond  financing  to  $862  per  year  for  the 
Parking  Revenue  or  Non-profit  Corporation  alternates 
with  Lease  Revenue  Bonds  requiring  a median  of  $809.00 
per  car. 

Obviously,  the  success  of  the  Central  Blocks 
commercial  developments  and  the  overall  project  as 
well  will  require  that  a percentage  of  spaces  be 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  TWELVE 

ESTIMATED  ANNUAL  FINANCIAL  AND  OPERATIONAL  EXPENSES 
YERBA  BUENA  CENTER  4000  CAR  GARAGES 


General 

Obligation 

Bonds 

Lease 

Revenue 

Bonds 

Parking  Revenue 

or 

Non-Profit 

Corporation 

Bonds 

★A. 

Annual  Debt  Service 

$1,918,000 

$2,042,000 

$2,248,000 

★★B. 

Annual  Garage 

Operating  Expense 

1,200,000 

1,200,000 

1,200.000 

Total  Annual  Expense 

$3,118, 000 

$3,242,000 

$3,448,000 

*** 

Annual  Costs  Per 

Car  Space 
(4,000  car  garage) 

$ 780 

$ 810 

$ 862 

*Source;  Economic  Research  Associates 

**  Data  Source:  City  of  San  Francisco  Controller's 
Annual  Report  "Automobile  Parking  Facilities" 
September  24,  1969 

★★★Equals  minimum  income  required  for  feasibility. 
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allocated  to  long-term  or  monthly  parking  needs;  but 
the  amount  must  be  controlled  so  as  to  avoid  placing 
an  impossible  revenue  production  burden  on  the  remain- 
der of  the  spaces. 

In  researching  the  question  of  garage  parking 
rates  and  the  amount  of  income  which  can  be  produced 
by  parking  facilities,  such  as  those  which  are  pro- 
posed for  Yerba  Buena,  we  have  again  referred  to  the 
City  Controller's  Annual  Report  on  Parking  Facilities. 

Of  all  the  City  sponsored  parking  facilities,  the 
one  which  serves  a shopping  and  office  building  type  of 
need,  most  closely  resembling  that  which  will  generate 
parking  patronage  for  the  Central  Blocks  Garages,  is 
the  Ellis-0' Farrell  Garage.  Study  of  the  Controller's 
Report  reveals  the  following  with  respect  to  the  opera- 
tions of  this  garage: 


1. 

Total  number  of 

parking  spaces 

760 

(100%) 

2. 

Spaces  allocated 

1 to  monthly 

parkers 

399 

( 53%) 

3. 

Spaces  reserved 

for  transient 

usage 

361 

( 47%) 

4.  Monthly  parking  rates, 

roof  $27.50,  inside  $35.00 

5.  Daily  parking  rates,  35<:  each  hour 

$2 . 50  maximum 
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6. 


7. 


9. 


11. 

12  . 

13. 

14. 

15. 


Total  parking  revenue, 

(fiscal  year  1968-69) 

Average  per  car  space  per  year 

Annual  monthly  parking  revenues 

Average  per  monthly  car  space 
per  year 

Annual  transient  parking 
revenues 

Average  per  transient  car 
space  per  year 

Total  transient  cars  per  year 

Operating  days  per  year 

Average  transient  cars  per  day 


Average  turnover  per  transient  space 
(1, 173  + 361) 


$483,653.00 
$ 636.00 
$139, 120.00 


$ 349.00 

$344, 533.00 


954.00 

358,005 

305 

1,173 

3.25X 


16.  Average  collection  per  transient 

car  $ 0.962 

($344,533  T 358,005  cars) 

17.  Average  duration  of  transient  stay  2.7  hrs. 

($0,962  f 35<:  hourly  rate) 

As  shown  in  the  above  summary,  at  the  3 5<:  hourly 
rate  established  for  the  garage,  each  transient  car 
space  produces  $954  per  year.  This  would  be  more 
than  sufficient  to  satisfy  the  annual  $780  to  $862 
cost  per  car  space,  or  minimum  income  requirement 
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which  we  have  projected  for  the  Yerba  Buena  Garages. 

The  summary  also  quite  clearly  demonstrates  that 
monthly  parking  spaces  which  comprise  53  percent  of 
the  total  garage  capacity  produce  less  than  29  percent 
of  the  total  parking  income.  In  addition,  as  an  end 
result  of  a high  percentage  of  spaces  being  allocated 
to  low  revenue  producing  monthly  type  use,  the  overall 
average  income  per  space  is  reduced  to  $636  per  year. 

By  way  of  comparing  Ellis  O' Farrell  transient 
parking  space  revenue  with  that  of  other  non-profit 
corporation  garages,  the  Controller's  report  shows 
that  the  Fifth  and  Mission  Garage,  because  of  its  low 
rates  (15<:  for  the  first  hour,  etc.),  produces  an 
annual  income  of  only  $443  per  transient  car  space  per 
year,  and  the  Civic  Center  Plaza  Garage  only  $517  per 
year  on  a 2 5<:  hourly  rate.  The  Golden  Gateway  Garage 
transient  spaces  produce  $722  per  year  on  a rate  of 
50<;:  for  the  first  hour  and  35<:  for  each  hour  there- 
after; while  Portsmouth  Square  with  its  large  volume 
of  evening  business  is  highest  with  $1,338  per  transient 
space,  using  a combination  rate  of  25‘J:  an  hour  for  each 
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of  the  first  two  hours  and  35<:  an  hour  thereafter. 

It  would  appear  that,  with  the  completion  of  the 
Central  Blocks  public  and  private  developments,  the 
trading  area  for  the  Yerba  Buena  Garages  will  be  at 
least  the  equal  of  and  quite  possibly  superior  to 
that  of  the  Ellis  and  O' Farrell  garage.  We  feel 
justified,  therefore,  in  concluding  that  the  applica- 
tion to  the  Yerba  Buena  Garages  of  a transient  rate 
structure  similar  to  that  of  Ellis  and  O' Farrell 
should  produce  comparable  results.  It  would,  however, 
be  necessary,  as  we  have  already  suggested,  to  limit 
the  number  of  monthly  parkers  to  the  point  where  the 
overall  average  income  per  car  space  for  the  combined 
monthly  and  transient  uses  would  not  fall  below  the 
level  required  to  assure  economic  feasibility. 

CONCLUSIONS 

In  Table  No.  Thirteen,  we  have  prepared  a suggested 
operational  pro-forma  for  the  proposed  Yerba  Buena 
Garages.  For  the  4,000  car  spaces,  we  have  allocated 
1,500  to  long-term  uses,  with  the  remaining  2,500 
intended  to  serve  the  transient  needs.  The  long-time 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  THIRTEEN 
SUGGESTED  OPERATIONAL  PRO-FORMA 
YERBA  BUENA  CENTER  4000-CAR  GARAGES 


Projected 
Income 
or  Expense 

INCOME 

Daytime  Operation 

1.000  Monthly  Accounts  @ $450.00  per  yr.$  450,000 
($37.50  per  month) 

500  Hotel  Accounts  @ $540.00  per  yr.  270,000 

($45.00  per  month) 

2,500  Transient  Spaces  @ $954.00*per  yr.  2,385,000 
(Rates:  35<:  ea.hr.,  $2.50  max.)  

4.000  Total  Spaces  - Sub-Total  $3,105,000 

Evening  Operation 

**567,000  parkers  at  $1.00  ea.  567,000 


Other  Income 


*Service  and  Sales  Revenue 

4,000  spaces  @ $46.00  per  yr.  184 , 000 


Total  Garage  Income 
EXPENSES 

Debt  Service  & Operating  Expenses 

a)  Using  General  Obligation  Bonds 

(Revenue  Surplus) 

b)  Using  Lease  Revenue  Bonds 

(Revenue  Surplus) 

c)  Using  Parking  Revenue,  or 
Non-Profit  Corporation  Bonds 

(Revenue  Surplus) 


$3, 856,000 


$3,118,000 

$3,242,000 

$3,448,000 


*Source:  City  Controller's  Report  "Automobile 
Parking  Facilities"  - 9/21/69  (Ellis  O' Farrell  Garage) 
**Source;  Modification  (Reduction)  of  Economic 
Research  Associates  Estimate 


Anticipated 

Surplus 


(net) 

$738,000 

$614,000 

$408,000 
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use  spaces  are  divided  into  two  categories,  one  of  500 
spaces  representing  the  number  which  will  be  required 
to  service  the  needs  of  the  hotel  and  the  the  other  of 
1,000  spaces  designed  to  serve  general  long-time  park- 
ing requirements.  To  these  space  uses,  we  have  applied 
monthly  contract  parking  rates  of  $45.00  per  month 
($540.00  per  year),  and  $37.50  per  month  ($450.00  per 
year)  , respectively. 

For  the  2,500  transient  spaces,  we  have  applied  the 
parking  rate  structure  currently  in  effect  at  the  Ellis 
and  O' Farrell  garage,  which  is  35<?  an  hour  up  to  a maxi- 
mum of  $2.50  for  all  day.  We  have  assumed  that  the 
durations  of  stay,  turnover  of  transient  car  spaces  and 
average  collection  per  car  parked  for  the  Yerba  Buena 
Garages  will  be  similar  to  those  of  Ellis  and  O' Farrell; 
and  that  under  these  conditions,  the  average  annual 
revenue  per  transient  parking  space  will  be  comparable. 

Using  the  factors  indicated  above,  the  gross  annual 
income  for  the  daytime  activities  of  the  Yerba  Buena 
Center  Garages  are  anticipated  to  total  $3,105,000  per 
year.  To  this  we  have  added: 
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a)  An  estimated  revenue  of  $567,000  per  year  which 
is  expected  to  be  generated  by  the  Event 
activities  scheduled  for  the  Convention-Exhibit 
Facilities,  the  Sports  Arena  and  the  legitimate 
Theater.  These  are  classed  primarily  as  an 
evening  source  of  revenue.  An  average  fee  of 
$1.00  (2.5  hrs.  @ 35<:)  is  assumed  for  this 
category. 

b)  An  estimated  revenue  of  $184,000  which  the 
petroleum  sales  and  services  department  of  the 
garages  should  produce  based  on  the  net  average 
return  of  $46.00  per  car  space  per  year  currently 
being  shown  for  the  previously  listed  City  of 
San  Francisco  Non-profit  Corporation  Garages. 

Total  anticipated  annual  income  for  the  garages 
is  shown  as  $3,856,000  per  year  which  on  the  basis  of 
the  estimated  total  annual  expenses  would  appear  to 
be  more  than  sufficient  to  show  economic  feasibility 
under  all  three  of  the  financing  alternatives  suggested 
by  Economic  Research  Associates.  Subject  to  determina- 
tion of  the  amount  of  the  possessory  interest  tax,  if 
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any,  and  other  expenses  which  were  not  covered  in  the 
E.R.A.  financial  projections,  surpluses  of  $738,000, 
$614,000  and  $408, 000  are  shown  for  the  respective 
financing  methods . 

Assuming  the  adoption  of  the  operational  pro- 
forma as  set  forth  in  Table  No.  Thirteen,  it  can  be 
estimated  that  the  Central  Blocks  Garages  will  accommo- 
date approximately  1,500  long-term  and  8,125  short-term 
parkers  per  day.  The  overall  daytime  turnover  ratio 
for  the  4,000-car  garages  is  estimated  at  2.41  cars  per 
car  space  per  day.  The  transient  space  turnover  ratio 
is  3.25x  which  is  in  keeping  with  that  shown  for  the 
Ellis  O' Farrell  Garage.  If  we  were  to  allow  the  15  per 
cent  average  daily  vacancy  factor  for  monthly  customers 
which  is  in  keeping  with  the  experience  of  most  large 
garages,  225  additional  spaces  would  be  available  to 
service  the  transient  need  and  the  turnover  ratio  of 
transient  spaces  would  thus  be  reduced  to  2.98x 
(8125  T 2725) . 

As  shown  by  the  table,  monthly  parkers  account  for 
16  percent,  and  transient  parkers  84  percent  of  the 
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total  daily  vehicular  usage.  This  varies  substantially 
from  the  ratio  of  need  indicated  by  DPATS,  but  as  pre- 
viously stated,  where  there  is  not  a sufficient  amount 
of  parking  space  to  accommodate  the  entire  parking 
demand  and  where  economic  considerations  require,  it 
becomes  necessary  to  allocate  space  to  those  uses  which 
produce  maximum  income. 

The  catering  to  the  needs  of  the  short-term  rather 
than  the  long-term  parker  is,  however,  very  much  in 
accord  with  the  DPATS  conclusion  on  page  45  of  their 
1966  report  which  states  that  "the  1975  parking  demand 
will  be  primarily  of  short  duration"  and  that  "a  rate 
structure  tailored  to  this  need  is  recommended." 

The  allocation  of  more  Yerba  Buena  Center  Garage 
parking  spaces  to  transient  rather  than  to  long-term 
uses  would  permit  the  satisfaction  of  a greater  number 
of  daily  parking  needs  than  that  which  was  indicated 
in  the  preliminary  parking  space  usage  pattern  sugges- 
ted in  Table  No.  Ten  (page  V-3) . 

The  Yerba  Buena  Garages  under  the  recommended 
operational  format  could  accommodate  a total  of  9,625 
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vehicular  uses  (parkers)  per  day  rather  than  8,000  as 
indicated  in  the  earlier  table.  The  increase  of  1,625 
per  day  added  to  the  Table  No.  Ten  total  of  13,864 
would  mean  the  satisfaction  of  the  needs  of  15,489 
parkers  per  day,  which  number  is  almost  identical 
with  the  estimate  of  primary  area  daily  parking  demand 
(15,432)  presented  in  Table  No.  Six  on  page  IV  - 10. 

The  latter  demand,  as  set  forth  in  Table  No. 

Six,  was  new  demand  generated  by  the  Central  Blocks 
developments,  the  Agency  Disposition  agreement  parcels 
and  by  new  private  construction  within  or  immediately 
adjacent  to  Project  Area  D-1.  None  of  this  demand  as 
previously  indicated  was  known,  or  sufficiently  well 
defined,  at  the  time  of  the  DPATS  study  to  permit  its 
inclusion  in  the  DPATS  projection  of  1975  parking 
space  surplus  and  deficiency. 

While  the  theory  is  that  the  Redevelopment  Area 
parking  space  supply  will  be  utilized  primarily  for 
the  satisfaction  of  project  area  needs,  in  actual 
practice  it  can  be  expected  that  many  of  these  spaces 
^ill  be  occupied  by  motorists  with  destinations  outside 
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of  the  area.  This  will  be  particularly  true  in  the 
case  of  the  public  facilities,  the  use  of  which  would 
be  difficult  to  restrict.  Thus,  while  the  estimated 
supply  would  appear  to  be  sufficient  to  satisfy  needs 
generated  within  the  project  area,  it  can  be  antici- 
pated that  with  an  indicated  secondary  market  area 
parking  space  deficiency  of  8,052  vehicular  uses  per 
day,  competition  will  force  some  project  area  employees 
and  visitors  to  seek  space  elsewhere. 

With  respect  to  parking  rate  structures,  the  35<: 
hourly  rate  suggested  in  our  pro-forma  is  extremely 
moderate  under  today’s  conditions.  While  San  Francisco's 
publicly  financed  garages  have  continued  to  maintin 
rate  structures  which  are  almost  as  low  as  those  estab- 
lished at  the  time  of  their  construction,  the  private 
segment  of  the  parking  industry,  situated  in  the  office 
building  sections  of  the  City,  has  during  the  past  five 
years  increased  parking  rates  in  amounts  ranging  from 
40  to  60  percent.  Table  No.  Fourteen  shows  the  increases 
as  they  have  been  made  by  a number  of  San  Francisco's 
financial  district  garages. 
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YERBA  BUENA  CENTER  PUBLIC  GARAGES 
PARKING  DEMAND  STUDY 
TABLE  NO.  FOURTEEN 
COMPARISON  1965-1970 

PARKING  RATES  SAN  FRANCISCO  FINANCIAL  DISTRICT  GARAGES 

PARKING  RATES 

Monthly  Transient 


GARAGE  1965 

Crown  Zellerbach  $35.00 

1 Bush  Street 

Exchange  Center  $30.00 

225  Pine  Street 

Shell  Building  $30.00 

25  Battery  Street 

Commercial  Center  $30.00 

36  Battery  Street 

Mills  Building  $30.00 

335  Pine  Street 


St.  Mary's  Square 
433  Kearney  Street 


1970 

1965 

1970 

$50.00 

1st  hr. 

50C 

75<? 

ea.add.hr . 
ea.add.ij  hr. 

25C 

50C 

$42.50 

1st  hr. 

50<: 

85'? 

ea.add.hr. 
ea.add.i5  hr. 

35<:: 

50C 

$45.00 

1st  hr. 

50<: 

85C 

$50.00 

ea.add.hr. 
ea.add.i5  hr. 

35C 

50«? 

$42.50 

lst.hr. 

50C 

85<? 

$47.50 

ea.add.hr . 
ea.add.i5  hr. 

35<: 

40'? 

$45.00 

lst.hr. 

50<: 

85<: 

$50.00 

ea.add.hr. 
ea.add.i5  hr. 

35C 

500 

$45.00 

lst.hr 

_ 

70'? 

ea.add.i5  hr. 

35'? 

Notes;  1.  During  the  same  period,  the  maximum  rates 
for  all  day  parking  have  increased  from 
the  1965  standards  of  $1.75  and  $2.00  to 
present  day  charges  of  $3.00,  $3.25  and 
$3.50. 

2.  None  of  the  financial  district  garages  has 

monthly  spaces  immediately  available.  Appli- 
cants are  placed  on  a waiting  list  and  pay 
on  a daily  rate  basis  until  space  does 
become  available. 
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While  we  are  not  recommending  similarly  high  rates 
for  the  Yerba  Buena  Garages,  the  above  illustration  is 
indicative  of  the  trend.  We  feel  confident,  however, 
in  stating  that  if  higher  rates  are  needed  to  offset 
increased  operational  and  debt  service  requirements, 
a reasonable  increase  could  be  made  in  the  rates  sug- 
gested without  substantially  reducing  anticipated  total 
patronage.  The  net  result,  in  any  event,  would  be  the 
production  of  added  revenue. 

While  the  consultants'  assignment  was  specifically 
a "parking  demand"  rather  than  an  "economic  feasibility 
study, " we  have  nevertheless  made  a number  of  observa- 
tions throughout  the  report  with  respect  to  potential 
revenues  and  anticipated  expenses  for  the  proposed 
4,000-car  garage.  It  should  be  noted,  however,  that 
all  such  projections  are  based  on  the  assumption  that 
the,  as  yet  not  finalized,  functional  design  of  the  garages 
will : 

1)  prove  acceptable  to  potential  parkers; 

2)  permit  a reasonably  rapid  intake  and  dispersal  of 
vehicles  essential  to  a moderately  high  rate  of 
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parking  space  turnover;  and 
3)  permit  an  efficient  and  economical  operation,  at 
least  within  the  bounds  of  the  costs  of  operation 
which  we  have  estimated. 

Our  conclusions  and  estimates  are  also  based  on 
the  assumption  that  the  developments  proposed  for 
Yerba  Buena  Project  Area  D-1  will  be  completed  sub- 
stantially in  accordance  with  and  in  the  manner  indi- 
cated by  the  Redevelopment  Agency  and  the  Approved 
Redevelopment  Plan.  No  allowances  have  been  made  for 
possible  inflationary  or  deflationary  cycles,  and  it 
must  be  recognized  that  any  change  in  the  economy  of 
either  the  nation  or  the  region  will  have  an  influence 
both  on  the  patronage  as  well  as  the  revenue  and 
expense  aspects  of  the  garages'  operation. 
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ADDENDUM 


Prior  to  the  printing  of  this  report,  the  Crocker 
Citizens  Bank  announced  cancellation  of  its  plans  to 
build  on  Agency  Disposal  Parcels  No.  14  and  15  in 
City  Block  No.  3751.  The  Agency  advises,  however, 
that  the  parcels  will  be  made  available  to  others  and 
anticipates  that  a development  comparable  in  size  and 
nature  will  result.  There  is,  therefore,  no  need  at 
this  time  to  make  adjustments  for  vehicle  generation 
trips  or  parking  supply  as  both  are  expected  to  remain 
the  same  under  any  and  all  conditions. 
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